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CONSERVATION! 


This trainload of baled straw 
is going to one of our paper 
mills to be made into cush- 
ion sheets for 


H&D Corrugated Fibre Board Boxes 


It would be almost valueless for any other purpose, yet, combined with facing 
material, it will make more boxes than forty trees a century old; boxes, too, 
that come folded flat and save 90% in storage room, 50% in handling and as 
much more in packing expense. 


CONSERVATION AGAIN! 


And for many purposes these boxes are not only cheaper but also actually 
BETTER than the best wooden box you can afford to buy, for they cushion their 
contents and their seal prevents pilfering. 


MORE CONSERVATION! 
“HOW TO PACK IT” is the name of our packing manual—FREE ON REQUEST. 


THE HINDE & DAUCH PAPER COMPANY 
ADDRESS TORONTO, ONT. SANDUSKY, OHIO 
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| + DIGEST OF DECISIONS 
Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 






Mr. A. C. Slaughter, Traffic Manager, the Lagomarcino-Grupe Company (perishable produce), Davenport, fowa, writes: “| 
do not think, in my opinion, that any traffic manager should be without this work.’ 










10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 
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Complete Reference Work | 


PUBLIC UTILITY LAWS | 
STATE and INTERSTATE 












The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 


the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 


trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 
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Beat yt Tt ee The demand for this book has been so extensive 
Cee that only a comparatively small number remain and in 
a a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur | 
Rtas able volumes of the Digest of Federal and State Court | 
Bt Yaa Decisions, the Interstate Commerce Laws and the Laws | 
: of the Various States regulating carriers and relations | 

with shippers. 
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This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court | 
Decisions, also contains all forms prescribed for filing | 
complaints with the Interstate Commerce Commission. 

One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 
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Pulpboard Containers are here to stay--- 


and the National Binding Method is a good 
way to “stay” them. 


This has been demonstrated to most of the 
largest shippers, who are demonstrating this 
truth on millions of fibre cases every month. 


The efficiency, economy and theft-proofness 
of packages sealed the “National Way” are 
so obvious that one of the great advantages of 
the National Binding Method is frequently 
overlooked. 


Sealing strips put on the “National Way” act 


as outside stays to the carton, re-enforcing it 
just as hoops hold a barrel. 


Hand-moistened sealing strips cannot do this. 


The National Binding Machine Co. has estab- 
lished a free Service Bureau for the con- 
venience and benefit of box makers, shippers, 
“transportationists,” etc. 


As pioneers of the Gummed Tape Sealing sys- 
tem, we can place at the disposal of all inter- 
ested a vast fund of experience—the results of 
concentrated and intensified specialization. 


Write us freely. 


National Binding Machine Co. 


PIONEERS OF THE GUMMED TAPE SEALING SYSTEM 


127-129 White Street 


Chicago 


ABITA SPRINGS 


NEW 0 


New York 


COVINGTON 


RLEANS GREAT NORTHERN 


“OZONE ROUTE” 


Montreal 


R. R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH anv WEST anv FOREIGN 
PORTS via NEW ORLEANS, “GATEWS TO, THE 


MODERN EQUIPMENT, 


SAFETY AND COMFORT, 


EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORTS 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. McMAHON, Gen. Frt. and Pass. Agt. 


G. B. AUBURTIN, Asst. Gen. Frt. and 


905 WHITNEY CENTRAL BLDG., New Orleans, La. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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BOTTOM 


Method 


No car door is better than its foundation, and 
the foundation is no better than its anchorage. 


By specifying Rumsey Doors in all cases when ordering cars for load you will be doing 
your part toward establishing a positive 


GUARANTEE AGAINST 


Grain lost in transit— 

Grain or hay damaged by moisture 

l-xpense of burlapping or caulking around door opening to keep storm out— 
Shortage of cars caused by needed door repairs— 

The endless trouble and tremendous expense of grain doors - 

Welays caused in opening and closing doors—because they stick and bind— 

Doors falling off or being inoperative, causing untold delay and loss—and any and 
all of the thousand and one causes contributing to 


LOSS AND DAMAGE 


in transportation. Besides, you will be co-operating with the roads in their well- 
known desire to furnish transportation that shall be in every particular 100 per cent 
efficient. 
The Rumsey Door, while being mechanically correct. has been designed with especial rela- 
tion to the interest of the shipper and the claims departments of the railroads, who, bet- 
ter than any others, know what is meant by low door efficiency in final analysis. 


Rumsey Car Door & Equipment Company 


FISHER BUILDING “+ CHICAGO, ILLINOIS 


The Method Causing All The Trouble 
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New Express Service 


to El Salvador 


Wells Fargo & Company Express, 8S. A. has 
extended its service to the Republic of El Salvador, 
Central America, and will accept shipments for speedy 
forwarding via New York. 

Shipments will move by steamer from New York 
to Vera Cruz, Mexico, thence in bond to Salina Cruz 
by fast express trains, thence by express steamer to 
Acajutla, and by rail to destination. 

Shipments for El Salvador points are in transit 
approximately thirteen days from date of forwarding 


from New York. 


Write today for full details of this 
new service. A circular of infor- 


mation sent promptly on request. 


Foreign Department 


Wells Fargo & Company Express 


51 Broadway, New York City 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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MR. HILL ON RAILWAY VALUATION. 

In his address before the Investment Bankers’ 
Association of America on Thursday evening at 
Chicago, Mr. James J. Hill made a statement which 
is of interest at the present time, when preparations 
are being so rapidly made for a physical valuation 
of railways under the jurisdiction of the Interstate 
Commerce Commission. Mr. Hill said: 

“There is no present means of estimating the total 
money value of railroad property. We do know that 
it represents the greatest property interest in the 
country next to the land on which we live, and its 
improvement. It is so far in excess of capitaliza- 
tion that the margin of safety is plainly in view.” 

He added to this as an offhand statement that at 
the present time it would be impossible to build 
another trunk line between Chicago and New York; 
that the cost of a road from Thirty-fifth street in 
Chicago to the Harlem River inj New York would 
be $200,000 a mile, and this he considered a very 
conservative estimate. On the present basis of 
operating expenses it would be impossible for it to 
earn one-half of one per cent on this investment. 

Referring in the same connection to his showing 
made six years ago that the actual growth of the 
transportation business called for an immediate in- 
vestment of at least one billion a year for five years 
to catch up with traffic demands, he says that the 
event has proved that that forecast was under in- 
stead of above the cost. 

lere are two points which are worth considering 
he present moment, coming as they do from one 
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who is admittedly the keenest and farthest-sighted 
railroad man of the present time. 
INCREASE TARIFF SUSPENSIONS. 

Now that the filing of tariffs with the Interstate 
Commerce Commission by all lines in Official Classi- 
fication territory containing the much-talked-of five 
per cent rate advances has become a reality, it is al- 
most a certainty that the Commission will suspend 
the rates and schedules in these issues in the near 
future, 

While under the law, the Commission can wait 
until the effective date of the tariffs, November 15, 
before suspending, still it seems probable, in the ab- 
sence of official information, that, owing to the gen- 
eral interest taken in these proposed rates, suspen- 
sion notice will be issued at an early date, and that 
by the time these tariffs were to become effective, 
hearings will have already begun. 

The early appointment of Louis D. Brandeis of 
Boston, as the Commission’s attorney in this case, 
seems to afford some confirmation of this belief. 


CHAIRMAN CLARK’S ADDRESS. 

It is almost a sin that a man who talks so little for 
public consumption as does Chairman Clark, and 
whose expressions when he does speak are so uni- 
formly characterized by good sense and modera- 
tion, should be so badly misquoted as Mr. Clark was 
in the reports of his address to the National Asso- 
ciation of Railway Commissioners, who yesterday 
completed their meeting in Washington. It is un- 
fortunate that fragments should be taken from an 
address and deprived of their context, so as to 
give an entirely opposite view to that intended by 
the speaker. 

As a matter of fact, Mr. Clark’s address was along 
broad and liberal lines, and advocated absolute jus- 
tice and fairness to the carriers by the public offi- 
cials who had charge of the duty of protecting the 
interests of the railroads as much as_ those 
The mere fact that an officer in a 
position such as that of Chairman Clark shall even 
think that there are two sides to a question is some- 
times deplored by those whose narrow-minded 
views bring only one side within their range of 
vision, but it is hardly fair to a fair man. 

What Mr. Clark really said to the commission- 
ers representing the various states is told in full 
in another place in this present issue, and if any- 
one can find in the address anything like the con- 
ception which some of the daily papers have seen fit 
to put upon it, it will be because the reader has a 
greater capacity for reading between lines than in 
taking the exact words of an honest and fair-minded 
expression. 


of the people. 

























MARTIN S. DECKER. 

Martin S. Decker, chairman of the Public Service 
Commission of the second district of the state of 
New York, has been prominently mentioned as a 
possible successor to Commissioner Prouty, upon 
the retirement of the latter from the work of the 
Commission to take up other duties as director of 
physical valuation. The same words which were 
used in the announcement of Mr. Decker’s appoint- 
ment to his present position might well apply to 
the case if he shall be the appointee to this ap- 
It was said in that connection: 


proaching vacancy. 
































MARTIN S. DECKER. 


“The long experience and well-recognized ability 
of Commissioner Decker marks him as eminently 
fitted to be chairman of the Commission. It will 
give the Commission a directing head of demon- 
strated ability and will permit of the more efficient 
organization and greater dispatch in the business.” 

Since 1895 Mr. Decker has been recognized as one 
of the country’s foremost experts in transportation 
matters. He is also thoroughly familiar with the 
work of the Interstate Commerce Commission, hav- 
ing served for a considerable time as assistant to the 
late Edward A. Moseley, when the latter was secre- 
tary of the Commission. Many of the numerous 
bills which have been introduced in Congress af- 
fecting interstate commerce law amendments, as 
well as some provisions in the Hepburn bill of 1906, 
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were drafted by him. He has written many opini 
construing the provisions of the statute, and ha: 
earned the reputation for accuracy, fairness and con- 


YP 


servative action. 
His opinions are highly regarded by railroad men 
He iras beer 


~ 


as well as organizations of shippers. 
twice president of the National Association of Rail 


way Commissioners, and is apparently well qualifi 


to assist in bringing about that co-operation betws 


the two forms of regulating bodies which is n 
Since his first con- 


recognized to be so desirable. 
nection with the Interstate Commerce Commiss 
in 1887 Mr. Decker has devoted his entire time 


transportation law and railroad ‘regulation, and 


regulation of various other public service corpo! 


tions. 


REVENUES AND EXPENSES 





THE TRAFFIC SERVICE NEWS BUREA( 
Colorado Building, Washington, D 

The complete bulletin of revenues and expenses of 
the steam roads of the whole country, having an ope! 
ating revenue of $1,000,000 or more, for the month of 
July, made public on October 25 shows: Total operating 
revenue increased $48.88 per mile, but total operating 
expenses increased $63.84, leaving a loss of net operating 
revenue amounting to $14.96, as compared with July, 
1912. Adding thereto losses in outside operations, the 
loss in operating income amounted to $18.88 per mile 

In the eastern district the gain in total operating 
revenue amounted to $106.15 per mile, but the total oper 
ating expenses increased $155.46 per mile, thus causing 
a decrease in net operating revenue of $49.31. Adding 
losses on outside operations and accrued taxes, the loss 
in operating income was $56.15 per mile. 

In the southern district the total operating revenue 
increased $35.35 per mile, while the total operating ex 
penses increased only $31.89, leaving a gain in net opel 
ating revenue of $3.46 per mile. Deducting losses on out 
side operations and accrued taxes, leaves an increase iD 
operating income of $1.42 per mile. 

In the western district there was an increase in 
total operating revenue of $29.70, but the increase ID 
the total operating expenses amounted to $33.77, leaving 
a loss in net operating revenue of $4.07. Adding losses 
in outside operations and accrued taxes, the loss in 09 
erating income amounted to $7.34 per mile. 





WILL NOT GO INTO COURT 


(By Special Telegram, Washington, D. C., Oct. 25 
The seven principal express companies, throug? 
Walker D. Hines, to-day notified the Commission the 
not go to court about its express order. 
WILL INVESTIGATE WRECKS. 
Searching investigations have been ordered « 
wrecks in Mississippi in which the lives of coast art 
men were lost and of the one in Ohio said to be d 


spreading rails. The press reports indicate that e 


wrecks were caused by faults in-the rails and not 


man-failure. 
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CURRENT TOPICS IN WASHINGTON 


There is reason for believing that 

before the end of the coming week 

President Wilson will indicate his 

choice as successors to Commissioners 

Clements and Prouty. Before he 

names their successors, he will sign 

an order exempting Mr. Prouty from 

the necessity of taking a civil service 

examination for his appointment as 

director of physical valuation. All 

places in that service are to be under 

the classified service law, hence the necessity for the ex- 
emption. 

Friends of Judge Clements and Solicitor Farrell be- 
lieve that the president will appoint them to the vacancies 
as the best fitted. Men who are supporting the other 
aspirants are equally certain that the choice will fall 
upon the men whom they are backing. President Wilson 
is so self-contained that until he announces his intention 
is little or no chance of anything being known 
positively. The report has been general that he told those 
who inquired about Judge Clements that he had made it 
a rule to appoint no man who would reach his seventieth 
birthday before the expiration of his term of office. That 
rule was disregarded when the late Maj. J. C. French 
was appointed postmaster at Memphis. He was seventy- 
one at the time of his appointment. The political influ- 
ence exerted in the major’s behalf was tremendous. Judge 
Clements is a younger man and for all intents and pur- 
poses is in the prime of life. On the mere question of 
qualifications, there are few men the peers of either Judge 
Clements or Solicitor Farrell. They have helped make 
the law and they have an appreciation of the problems 
before the Commission such as no other men could have. 
President Wilson is said to be a great believer in the 
merit system. If there is one branch of the government 
service to which the rules of that system should be applied 
without the slightest sign of deviation, it is that which the 
Interstate Commerce Commission performs. It will be a 
sad day when men are appointed to places in that body 
because they have performed distinguished political serv- 
ice, or because they are related to men who have carried 
this or that state or class of voters. There must be public 
confidence in everything the Commission does, else the 
whole scheme of public regulation will bog down and 
every turn of the political wheel will bring new men to 
the front with made-to-order decisions dictated by the 
political feeling of the sections from which they come. 


there 


President Gothlin of the National Association of Rail- 
way Commissioners certainly did stir up the brethren by 
Suggesting that they depend entirely too much upon the 
work of the committees of the association. He also stirred 
them with his suggestions that in the making of rates the 
influence of competition should be ignored. That is a 
plea for the mileage scale, and it is hard to get away 
from that conclusion, if it is possible at all. It reminds 
one of the dissenting opinion of Judge Archbald in the 
Cincinnati Shippers’ and Receivers’ Association case. He 
laid down the proposition that if the longer line and un- 
profitable branehes of roads, other than the direct route, 
are to be considered in the fixing of rates, then the more 
roads there are between given points the higher the rates 
Must be. If the Gothlin theory should be put into prac- 
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tice, the long line roads would be subjected to blackmail 
all the time, because, unless they were allowed to meet 
the competition without flattening all intermediate rates, 
the long line company would have to buy out every com- 
pany that proposed to make a short cut to a desirable 
market. The theory looks well for the intermediate points, 
but it is doubtful whether it would lead to the relief they 
ask for when the line that is serving them makes low 
rates to meet competition at the more distant point. 


The agitation for greater safety has stirred the auto- 
matic train control and signal device companies to great 
activity. Their representatives are in Washington doing 
everything they possibly can to forward the demand for 
greater safety and, incidentally, the interests of the manu- 
facturers they represent. Judging from the talk among 
the state railroad commissioners gathered together here 
during the week their greatest interest is to find safety 
devices for use on the electric interurban systems. E. W. 
Doty of the Ohio commission, in discussing the subject, 
said that, figuratively, the electric roads in that state are 
running wild. Their trains are operated by means of tele- 
phone lines that are not always the best, and the result is 
wrecks that are as appalling, in their way, as those which 
have directed attention to the shortcomings of the big 
steam systems. 


WANTS CLEMENTS KEPT. 


Chairman Clark on October 22 called at the White 
House and asked President Wilson to reappoint Com- 
missioner Clements. 

There is reason to believe that President Wilson is 
not at all anxious to promote a scramble for either of 
the prospective vacancies on the Commission. Public 
men often resort to misleading devices to prevent them 
selves being flooded with petitions and attempts at per- 
suasion, and there is reason to believe that from one of 
those devices arose the report that the President had 
decided to appoint former Governor Glenn of North Car- 
olina to the place now held by Commissioner Clements. 
North Carolinans who are intensely interested have not 
been able to find any substantial foundation for the re- 
port. It must be admitted, however, that they were not 
hoping to find corroboration of the report. On the con- 
trary, they would deem it a mistake for the President to 
change from Clements to Glenn, no matter from what 
point the change might be viewed. It must also be 
admitted that it is not impossible for the President to 
have reached a conclusion without his feeling it neces- 
sary to say anything about his arrival at it. He knows 
exceedingly well how to keep his own counsel, 


TRYS TO STOP SHORTAGE. 


Railroad and Warehouse Commission 
give relief in the matter of freight 
car congestion by issuing an order in reference to a 
trestle which carries the tracks of the Minneapolis 
Western into the Pillsburg and Washburn-Crosby mills. 
The trestle has needed repairs for some time, but be- 
eause of failure to agree as to who should pay the cost 
the repairs have not been accomplished. The railroad 
company has prohibited carrying cars of 60,000 pounds 
capacity on the tracks crossing this trestle, and this pro. 
hibition almost destroyed its usefulness to the mills, for 
both loading and unloading. The compromise has been 
agreed upon by which cars not exceeding 78,000 pounds 
gross weight will be admitted to the trestle. 


The Minnesota 
has endeavored to 
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ESTABLISHES SHERIDAN COAL RATES 


OPINION NO. 2423 
(28 I. C. C. Rep., P. 250) 

SHERIDAN CHAMBER OF COMMERCE VS. CHICAGO, 
BURLINGTON & QUINCY RAILROAD CO. ET AL. 
NO. 5078. SAME VS. SAME. 

NO. 5079. SAME VS. SAME. 


Submitted Aug. 15, 1913. Decided Oct. 6, 1913. 

Upon petition of defendants a rehearing was granted in these 
cases. The original hearing dealt with rates on coal from 
Sheridan, Wyo., to destinations on the Chicago & North 
Western in Nebraska and South Dakota, on the Chicago, 
Milwaukee & St. Paul in South Dakota, and on the North- 
ern Pacific east and west of Billings, Mont. Upon the re- 
hearing the Big Horn Collieries Co., Owl Creek Coal Co. 
and Board of Railroad Commissioners of Montana were 
granted leave to intervene. The first two ask that the 
rates from mines near Kirby, Wyo., be adjusted so as to 
bear a proper relationship to rates established from Sheri- 
dan, Wyo., to destinations in the three cases under con- 
sideration. Held: ; 

1. Sheridan coal should move to points upon the Chicago & 
North Western and the Pierre, Rapid City & Northwestern 
herein involved at the same rate enjoyed by Hudson. Prop- 
er routing for coal moving from Sheridan to these destina- 
tions is prescribed. 

2. Joint rates should be established from Kirby to destinations 

on the Chicago & North Western and the Pierre, Rapid City 

& Northwestern herein involved no higher than one dollar 

above the rates prescribed from Sheridan. 

3. The Commission’s opinion having been complied with no 
further order is necessary in Docket No. 5079, involving 
rates to destinations on the Chicago, Milwaukee & St. Paul. 

4. For distances within 500 miles of the point of origin joint 
rates should be established from Sheridan to points on the 
Northern Pacific east of Billings not more than 40 cents 
over those prevailing from Red Lodge, and to points west of 
Billings 55 cents over Red Lodge, and from Kirby to points 
on the Northern Pacific east and west of Billings joint rates 
should be established not more than 65 cents over the 
prevailing rates from Red Lodge. To points between 500 
and 600 miles from Sheridan the differentials suggested as 
compared with rates from Red Lodge should be decreased 
10 cents, and for each 100 miles additional a further reduc- 
tion of 10 cents should be made in the differential. 

It is possible for a carrier to discriminate unjustly and un- 
lawfully against a point which it does not reach over its 
own rails. 

6. The difference in cost of production cannot be recognized as 

a basis for the adjustment of freight rates between different 


localities. 

Edward P. Smith for complainant. 

C. C. Wright and F. P. Eyman for Chicago & North- 
western Railway Co. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 


CASE NO. 4947 


5 


Co. 

J. N. Davis for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Charles Donnelly and J. G. Woodworth for Northern 
Pacific Railway Co. 

H, A. Scandrett for Oregon-Washington Railroad & 
Navigation Co. 

Albert L. Vogl for Big Iron Collieries Co. and Oil 


Creek Coal Co. 
O. W. Tong for Board of Railroad Commissioners of 


Montana. 
Supplemental Report of the Commission. 


MEYER, Commissioner: 
Upon petition of defendants a rehearing was granted 


in the above-entitled cases. 


These cases involved rates 


Decisions of Interstate Commerce Commission 


on coal from Sheridan, Wyo., on the line of the Chicago 
Burlington & Quincy Railroad, to points in Nebraska and 
South Dakota, on the lines of the Chicago & Northwest 
ern and the Chicago, Milwaukee & St. Paul, and to points 
east and west of Billings, Mont., on the line of the Nortb- 
ern Pacific. It was stated on behalf of defendants that 
they had been unable to fully present their case at the 
former hearing and desired this opportunity to do so. 
The Big Horn Collieries Co., Owl Creek Coal Co. and 
Board of Railroad Commissioners of Montana were 
granted leave to intervene. The first two are corpora- 
tions engaged in mining coal at Crosby and Gebo, Wyo., 
respectively, and the testimony presented on their behalf 
was for the purpose of securing a proper rate relationship 
with Sheridan in rates to destinations in the three cases 
under consideration. The testimony presented by the 
Board of Railroad Commissioners of Montana was directed 
to the question of the reasonableness of the rates pre- 
scribed in the preceding opinion to destinations east and 
west of Billings, involved in Docket No. 5078. 

We will first consider Docket No. 4947, which involves 
rates from the mines at Sheridan to points in Nebraska 
and South Dakota on the line of the Chicago & North- 
western. In the preceding opinion, 26 I. C. C., 638, 651 
[Traffic World, May 10, 1913, p. 1025], the Commission 
held as follows: 


Upon considering all the facts as presented at the hearing 
we hold that joint rates should be established by the Chicago 
Burlington & Quincy and the Chicago & North Western from 
the mines at Sheridan to the points on the Chicago & North 
Western, which have been specified in the complaint in No. 4974 
which should in no case exceed the rate from Hudson, Wyo., 
to the same points of destination, except that the rate to com- 


mon points of the Chicago, Burlington & Quincy and the Chi- 
cago & North Western need not be changed from that pre- 
vailing at the present time. 

This decision was based in the main upon comparison 
of the rates prevailing from Sheridan to points of des- 
tination on the Chicago & Northwestern, herein involved, 
with those from Hudson, Wyo., to the same points of 
destination; rates from Sheridan to points in Nebraska 
upon the Chicago, Burlington & Quincy, and from Roundup, 
Mont., to points in North Dakota and South Dakota on the 
line of the Chicago, Milwaukee & St. Paul. This com- 
parison shows that each of the carriers referred to has 
established much lower rates to points on its own line 
from western mines located on its line than th in 


effect from mines located on connecting carriers. It was 
held, 26 I. C. C., 638, 647: 

No sufficient reason has been advanced for the gre 1S 
crepancies in the two sets of rates. The local rates, volu! ily 
established by each of these carriers from the mines on eir 
respective lines, can fairly be taken as a measure of what ey 

for 


consider reasonable, and if these rates should be prescrib: 
other hauls under substantially similar conditions the carriers 
could not very well object to them. 

Upon the rehearing it was strongly objected by ‘h¢ 
Chicago & Northwestern that the rates from Huds to 


points upon its line are not a just measure of rates m 
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Sheridan to the same points of destination. In support 
of this contention an exhibit was filed showing that the 
joint-line rates ordered from Sheridan to points on the 
Northwestern would be less in some instances than the 
single-line rates of the Burlington from Sheridan to points 
equally distant. For instance, the rate prescribed by the 
Commission for the haul of 287 miles from Sheridan to 
Whitney, Neb., is $2.20 on lump coal, while the rate 
carried by the Chicago, Burlington & Quincy for the haul 
of 208 miles from Sheridan to Belmont, Neb., is $2.50. 
We have made a more detailed examination of the coal 
rates from Hudson to points upon the Chicago & North- 
western, as compared with the rates from Sheridan to 
points upon the Chicago, Burlington & Quincy and from 
Roundup to points on the Chicago, Milwaukee & St. Paul. 
A study of the rates to all of the points located from 
275 to approximately 750 miles distant from the three 
points of origin named, shows that the rates from Hud- 
son to points on the Chicago & Northwestern are on the 
whole higher than the rates from Sheridan to points on 
the Chicago, Burlington & Quincy and from Roundup 
to points on the Chicago, Milwaukee & St. Paul. It is 
true that to stations within 100 miles of Crawford the 
rates on the Chicago & Northwestern are lower than 
for corresponding distances from Sheridan and 
Roundup, respectively, to points on the Chicago, Bur- 
lington & Quincy, and Chicago, Milwaukee & St. Paul. 
Beyond that point, however, for an additional distance 
of about 350 miles there is not a station on the Chicago 
& Northwestern at which the rate is not higher for a 
corresponding distance than that of the Chicago, Bur- 
lington & Quincy or the Chicago, Milwaukee & St. Paul. 
For example, the rate from Sheridan to stations in Ne- 
braska on the Chicago, Burlington & Quincy which are 
from 430 to 587 miles distant from Sheridan is $2.75, 
while for like distances from Hudson to stations on the 
Chicago & Northwestern rates range from $2.80 to $3.35. 
To stations over 587 miles from Sheridan the Chicago, 
Burlington & Quincy carries a rate of $3 as far east 
as Woodlawn, Neb., 689 miles distant, and beyond Wood- 
lawn a rate of $3.25 as far east as the Missouri River, 
752 miles distant, while the Chicago & Northwestern 
carries its $3.35 rate through to all main-line stations 
between 587 and 760 miles from Hudson. The Chicago 
& Northwestern further complains that the rates estab- 
lished by the Commission in the preceding opinion are 
exactly the same to stations within 37 miles of Crawford 
as the rate of the Chicago, Burlington & Quincy to Craw- 
ford. This results from the fact that the Chicago & 
Northwestern has blanketed these stations in its rates 
from Hudson which were taken as a basis for the rates 
prescribed by the Commission in the preceding opinion 
and is not a proper subject for complaint at this time. 

In our preceding opinion attention was also called 
to the rates on coal from Illinois and Indiana fields to 
points of destination on the Chicago & Northwestern in 
Nebraska and South Dakota. Defendants argue that this 
comparison is unfair. On page 645 the following language 
was used: 


n comparing the rates from Illinois and Indiana fields with 
from the Wyoming fields it should be remembered that 

= and operating conditions are different in the two sections. 
‘evertheless this cannot be accepted as an explanation for so 
ty a difference in rates, espectially in view of the fact that 
ea fields are so much farther removed from the points 
_ s tination and that defendants voluntarily established rates 
con western mines on their own lines which allow successful 
Ompetition with Indiana and Illinois coal and which are 


ote lower than the rates complained of in this pro- 


those 


While the rates from Illinois and Indiana fields were 
referred to in the Commission’s opinion in the main for 
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the purpose of showing that the Northwestern, St. Paul 
and Burlington had established rates which allowed west- 
ern coal to compete with Illinois and Indiana coal, they 
also show in and of themselves, by comparison with the 
rates prevailing from Sheridan to points upon the Chicago 
& Northwestern, that the latter are unreasonable. 

At the rehearing several exhibits were introduced 
showing rates via Peoria and the Chicago & Northwestern 
from the various coal-producing groups in Illinois to des- 
tinations on the line of the Northwestern in Nebraska, 
and comparisons were made of the rates per ton per mile 
with the rates per ton per mile for similar distances 
proposed by the Commission from Sheridan. It was 
pointed out that in certain instances the rates per ton 
per mile are lower from Sheridan under the proposed 
rates than for similar distances from [Illinois through 
a more favorable traffic territory. A careful examination 
of these exhibits, however, discloses the fact that this 
is true only for the longer distances. For instance, ref- 
erence to Eyman, exhibit No. 3, showing the comparison 
of rates and distances from Peoria, Ill., to points in Ne- 
braska with rates for similar distances prescribed by the 
Commission from Sheridan to points in Nebraska, shows 
a higher basis of rates in effect from Peoria than those 
prescribed from Sheridan only for distances ranging from 
695 to 827 miles. For all distances less than 695 miles 
the exhibit shows a higher basis of rates prescribed by 
the Commission from Sheridan than those in effect from 
Peoria. It is evident that the rates for these long distances 
are low for competitive reasons and are not a proper basis 
for comparison. This is likewise true of defendants’ ex- 
hibits showing rates from El Dorado, Murphysboro, John- 
ston City and Spring Valley, Ill., which were cited as 
typical coal-producing points in Illinois. The per-ton-per- 
mile rates from these points are figured by the short- 
line distances, although the traffic moves over the longer 
route via Peoria and the Chicago & Northwestern Rail- 
way. In each instance it is found that Sheridan rates 
are lower per ton per mile than those from Illinois points 
only for long distances, and that for distances ranging 
between 275 and 500 miles the rates per ton per mile 
are almost universally higher from Sheridan. Attention 
should also be called to the fact that Illinois and Indiana 
coal is of a much higher grade of bituminous coal than 
that produced at Sheridan, Hudson and Roundup. 


The following comparisons are taken from exhibits 
filed by defendants and speak strongly for a lower basis 
of rates from Sheridan than that prevailing under the 


combination of locals. From Peoria to Ewing, Neb., a 
distance of 617 miles, the Chicago & Northwestern charges 
a rate of $2.80 per ton, yielding 4.52 mills per ton per 
mile; from El Dorado to Ewing, a distance of 709 miles, 
the rate is $3.35 per ton, yielding 4.72 mills per ton per 
mile; from Murphysboro to Ewing, a distance of 672 miles, 
the rate is $3.321%4 per ton, yielding 5.61 mills per ton 
per mile; from Johnston City to Ewing, a distance of 
699 miles, the rate is $3.35 per ton, yielding 4.79 mills 
per ton per mile; from Spring Valley to Ewing, a dis- 
tance of 628 miles, the rate is $2.80 per ton, yielding 4.46 
mills per ton per mile; from Sheridan to Ewing, how- 
ever, a distance of 572 miles, the rate under the com- 
bination of locals now in effect is $4.15 per ton, yielding 
7.25 mills per ton per mile. The rate prescribed in our 
preceding opinion from Sheridan to Ewing is $3.35, yield- 
ing 5.86 mills per ton per mile. 

Defendants compare the rates proposed by the Com- 
mission with those in effect from Boone and Des Moines, 
Ia. The rates from mines located near Des Moines to 








points in Nebraska on the Chicago & Northwestern are 
in some instances higher per ton per mile, and in other 
instances lower, than the rates proposed by the Com- 
mission from Sheridan. From Boone the same rates pre- 
vail as from Des Moines, and, since Boone is about 50 
miles closer to the points of destination in Nebraska, the 
per-ton-per-mile rates are higher than from Des Moines 
or from Sheridan. The per-ton-per-mile rates from Boone 
and Des Moines, however, are not a fair basis for com- 
parison, because in this comparatively sparsely settled 
territory the rates charged are often what the traffic 
will bear. 

Testimony was introduced showing the divisions re- 
ceived by the Chicago & Northwestern on Illinois coal 
destined to points upon its line in Nebraska and upon 
Colorado coal received at Lincoln, Neb., and Orin Junc- 
tion, Wyo. It was shown that in some instances the Chi- 
cago & Northwestern receives its full locals from the 
point of interchange. The question of divisions, however, 
is quite apart from that of the reasonableness of a joint 
rate. 

It was also stated, on behalf of the Chicago & North- 
western, that although the Commission’s opinion requires 
the publication of rates to points upon the Pierre, Rapid 
City & Northwestern Railway, that carrier had not been 
made a party to this proceeding. This is a rather tech- 
nical objection, since the carrier referred to is owned 
entirely by the Chicago & Northwestern and is for all 
practical purposes a branch of the Chicago & North- 
western, and since all the stations on the Pierre, Rapid 
City & Northwestern to which rates were required to be 
published were included in the complaint. To remove all 
uncertainty, however, counsel for the Chicago & North- 
western consented at the rehearing to have this line 
included in the case. 

Testimony was introduced showing that the Pierre, 
Rapid City & Northwestern runs through a very sparsely 
settled country; that the highest per cent ever earned 
was 2.58 per cent of its valuation as fixed by the state 
of South Dakota. The net operating revenue for the 11 
months, July 1, 1912, to May 31, 1913, was given as 
$10,138.64, which was a decrease from the former year 
of over $24,000. This line is 165 miles long, the service 
is triweekly, and the capacity of engines has not been 
utilized to any more than 40 to 50 per cent. It is argued 
on behalf of the Chicago & Northwestern that this tes- 
timony shows conclusively that no reductions in its reve- 
nues can be made. During the calendar year 1912 there 
were received 224 carloads of coal at all stations on the 
Pierre, Rapid City & Northwestern Railway. Of these 
23 cars came from Lake Michigan ports; 68 cars from 
Lake Superior ports; 4 cars from Illinois mines; 5 cars 
from stations on the Denver, Western & Pacific Railway; 
40 cars from stations on the Denver & Rio Grande Railroad; 
13 cars from Hudson; 29 cars from points in Wyoming 
on the Chicago, Burlington & Quincy Railroad; 10 cars 
from stations on the Union Pacific; 27 cars from points 
on the Colorado & Southern Railway, and 5 cars from 
points on the Colorado & Southeastern Railway. The 
rates from Hudson were put into effect voluntarily by 
the Chicago & Northwestern Railway, and it would seem 
that they are now as high as the traffic can bear. The 
rate of the Chicago & Northwestern from both Hudson 
and Sheridan to Rapid City is $2.20. The proposed rate 
from Sheridan to Underwood, S. D., a distance of 25% 
miles beyond Rapid City, is $3.20, of which the Chicago 
& Northwestern, on coal coming from Hudson, receives 
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a division of $2.95, which is considerably more than the 
local rate to Rapid City. 

At the present hearing evidence was introduced show. 
ing a valuation in 1912 for the Chicago & Northwestern 
Railway west of the Missouri River, not including the 
Pierre, Rapid City & Northwestern, of $55,000,000. This 
estimate is based upon the tentative valuation of the 
Nebraska state commission for the year 1909 of $37,433. 
934, for that part of the line within the state, plus im. 
provements and betterments since that time, plus the 
South Dakota valuation given for the purpose of taxation, 
plus the estimate of the engineers of the Chicago & 
Northwestern as to the valuation of that part of the line 
which is located in Wyoming. In connection with this 
there was introduced in evidence a statement of the 
financial operations for the lines west of the Missouri 
River, which shows that for the year 1909 the rate of 
return upon property in South Dakota west of the river 
was 1.33 per cent, in Nebraska 6.37 per cent, and in 
Wyoming 3.5 per cent, or an average of 5.18 per cent. 
This rate of return, according to the statement intro- 
duced, has greatly decreased until in 1912 the Wyoming 
line was operated at a deficit of $79,000, the Nebraska 
line at a net profit of 4.87 per cent, and the South Dakota 
line of 1.62 per cent, or average net earnings on the 
whole line west of the Missouri of 3.48 per cent. It is 
alleged that these figures show it to be unreasonable to 
require the reductions which will be incident to the order 
in this case. 

We have given careful consideration to the objections 
brought forward at the rehearing, but in determining 
what will be reasonable joint rates from Sheridan to 
points on the Chicago & Northwestern, we find nothing 
to dissuade us from basing our judgment upon the com- 
parison of rates from Hudson, Sheridan, Roundup and 
Illinois and Indiana mines. As compared with rates from 
other points of origin, the Hudson rates, taken as a whole 
are not unreasonably low. They were established vol- 
untarily by the Chicago & Northwestern, and so were 
the rates from Sheridan to points on the Chicago, Bur- 
lington & Quincy, and from Roundup to points on the 
Chicago, Milwaukee & St. Paul. It can fairly be taken 
as conclusive that the rates so established by these car- 
riers are as high as they thought they should be, and 
that higher rates from Sheridan would probably prevent 
the normal movement of coal. The testimony shows that 
from Hudson and Wyoming mines on the Chicago & North- 
western, the shipment of coal to Chicago & Northwestern 
stations in Nebraska and South Dakota was 1,345 cars 
in 1911 and 2,066 cars in 1912; from Illinois mines, 856 
cars in 1911 and 1,470 cars in 1912, while from Sheridan 
mines the shipment was 926 cars in 1911 and 922 cars 
in 1912. While Hudson and Illinois operators increased 
their shipments into this territory about 50 per cent 
Sheridan remained stationary. It has been frequently 
testified throughout this proceeding that Sheridan coal 
sells at the same price as Hudson coal, and it is evident 
that the result of the inequality of rates between Hudson 
and Sheridan is to charge the consumer a higher price 
for coal than would result under competition upon 40 
equal footing. In the face of the comparatively low rates 
from Hudson, Sheridan and Roundup to the points mg 


the line upon which these mines respectively are lo ted, 
and in the absence of an allocation of cost figures such 
as would show the actual financial status of the 00! 
business of these carriers, we are unable to reach any 

yve 


other conclusion than that the Sheridan coal should | 









mad 
the 

The 
the 

The 
8Cn, 
were 


s 


atte eA 


November 1, 1913 


to points upon the Chicago & Northwestern at the same 
rate enjoyed by Hudson. 

A great deal was said at the rehearing and in briefs 
the parties with reference to the power of the Com- 
ssion to base its decision in this case upon discrimina- 
mn as between Hudson and Sheridan. It is possible for 


carrier to discriminate unjustly and unlawfully against 
a point which it does not reach over its own rails. 


There remains for consideration the contention on be- 
half of defendants that the Commission was in error in not 
illowing anything additional in the rates prescribed from 
Sheridan over the rates from Hudson, on the ground that 
the former involves a two-line haul. A diagram was 
filed in evidence showing the situation of the Chicago, 
Burlington & Quincy and Chicago & Northwestern tracks 
and the points of interchange at Crawford. No expensive 
terminals, however, are disclosed. Hudson and Sheridan 
coal is transported in box cars. At Crawford the trend 
of movement of loaded box cars is toward the west, and 
ears used for loading at Hudson are, as a rule, made 
empty west of Crawford. It was testified on behalf of 
the Northwestern that the effect of receiving any great 
quantity of coal in exchange at Crawford would be that 
Northwestern cars going west loaded would return empty, 
while cars coming from the Burlington to the North- 
western would have to be returned to the Burlington 
empty. This statement is apparently predicated on the 
assumption that Hudson coal would not be sold in as 
large quantities as at present, which we believe is erron- 
eous. On the assumption that there would be nothing 
coming from the west of Crawford if the new rates went 
into effect, it was stated that it would be necessary to 
handle the coal from Crawford to Chadron by crews that 
would leave Chadron and run to Crawford to pick up 
the cars and return. The past practice, however, has 
been to receive coal from the Chicago, Burlington & 
Quincey at Crawford by picking up the cars on through 
trains whenever practicable, and otherwise to wait until 
a trainload had accumulated at Crawford, and then send 
an engine up from Chadron to take that trainload. This 
seems to be a comparatively inexpensive method of inter- 
>, and we see no reason why it should not continue 
in the future. Reference was made in the previous opin- 
ion to Rates From the Walsenburg Coal Field, 26 I. C. C., 
85 [Traffic World, Feb. 15, 1913, p. 426], where an addi- 
tional charge of 10 cents was allowed in the rate from 
the Walsenburg field as compared with that from the 
Cafion City field to the same destinations. On page 89 
case the Commission held as follows: 


change 


of the opinion in this 


The Canon City district, as we understand the matter, in- 
volves an average haul to Pueblo of some 15 or 20 miles less; 
if the spur tracks be included in each case, the advantage in 
favor of the latter field is possibly stili greater. Ordinarily a 
difference of only 15 or 20 miles in hauls of the length involved 
to these Kansas destinations might be disregarded; but we 
think the additional service should not be overlooked in this 
Instance in view of the particularly severe operating expenses 
on the Colorado & Southern and Denver & Rio Grande from the 
Walsenburg mines to Pueblo. Moreover, while there is no 
fixed rule requiring a higher rate for a two-line than for a one- 
line haul of equal length, we think in this case reasonable 
recognition may be given in the rates to the fact that the 
movement from these mines is over two lines. 


It should be noted that the additional allowance was 
made only in consideration of the excess in distance and 
the greater operating difficulties in the Walsenburg field 
The haut from Cafion City mines is over one line, while 
the haul from the Walsenburg fields involves two lines. 
The haul from Sheridan is 30 miles less than from Hud- 
Sch, and involves no severe operating conditions such as 
were found to exist in the Walsenburg field. 
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The opinion of the Commission does not require the 
publication of joint rates to common points of the Chicago 
& Northwestern and the Chicago, Burlington & Quincy. 
It is alleged that this will result in a higher rate, namely, 
the combination of locals to common points, than the 
rate fixed to points beyond, thus entailing a violation 
of the fourth section of the Act to regulate commerce. 
O’Neil, Neb., is given as an example, to which point*the 
combination rate of $4.07 would remain effective, while 
the rate to points beyond is fixed at $3.35. 

There are 14 common points of the Chicago, Burling- 
ton & Quincy and Chicago & Northwestern in Nebraska. 
In the original opinion no specific route was established 
by which the traffic from Sheridan should move under 
the prescribed rates. Should all the traffic, including that 
to stations on the Chicago & Northwestern in the South 
Platte territory, be routed via Crawford, the contention 
of the Northwestern would be correct, namely, coal mov- 
ing via Crawford to common points would take a higher 
rate than to local points of the Northwestern beyond. 
With the exception of O’Neil and Plainview, however, the 
rates of the Chicago, Burlington & Quincy to common 
points with the Northwestern are as low as, and in many 
cases lower than, the rates of the Northwestern from 
Hudson. Consequently via these junction points the Chi- 
cago, Burlington & Quincy affords a routing which in- 
volves no conflict with the fourth section, and it is our 
opinion that traffic destined to points on the Chicago & 
Northwestern east of Norfolk, Neb., should be routed 
through the junction point with the Chicago, Burlington 
& Quincy nearest the point of destination. If, however, 
the carriers agree upon one or more preferred points of 
interchange, routing via these junctions will, upon appli- 
cation, be permitted and relief granted from the fourth 
section where found proper. The route of the Chicago, 
Burlington & Quincy to O’Neil and Plainview is very 
circuitous, the route via Crawford and the Chicago & 
Northwestern being much more direct. Consequently, coal 
moving from Sheridan to points on the Northwestern 
beyond O’Neil and Plainview may properly be routed 
through Crawford. The complaint in this case does not 
cover rates to O’Neil and Plainview, and the Commission 
can, therefore, make no order revising the rates from 
Sheridan to these destinations. The prohibitions of the 
fourth section, however, are such as to require defendants 
either to publish joint rates or to revise the combination 
of locals to O’Neil and Plainview so that they will not 
exceed the rates herein established via Crawford to more 
distant stations. 

It is admitted by the Chicago, Burlington & Quincy 
that all proper reductions from Sheridan should be met 
with equal reductions from Kirby. This has already been 
done as to destinations on the Chicago, Milwaukee & 
St. Paul, which are involved in Docket No. 5079. The 
rate from Kirby to Crawford, Neb., and Edgemont, S. D., 
is $1 over the rate from Sheridan to the same destinations. 
This differential should be maintained to destinations on 
the Chicago & Northwestern by the establishment of 
joint rates from Kirby no higher than $1 above the rates 
to be established from Sheridan. An appropriate order 
will be entered in Docket No. 4947. 

Chicago, Burlington & Quincy tariff I. C. C. No. 10792, 
which became effective July 1, 1913, published the rates 
prescribed in our preceding opinion to destinations upon 
the Chicago, Milwauke & St. Paul involved in Docket No. 
5079. This tariff also provides joint rates from Kirby 
to the same destinations which are $1 higher than from 
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Sheridan. At the rehearing complainants requested that 

the order of the Commission in this case be extended 

east of the Missouri River. The situation east of Cham- 

berlain, however, is not properly before us at this time. 

The Commission’s opinion having been complied with, 
rder is necessary in Docket No. 5079. 


Docket No, 5078 involves joint rates on coal from 
Sneridan to points along the line of the Northern Pacific 
and connecting carriers in Montana, North Dakota, Idaho, 
Washington and Oregon, published in Chicago, Burlington 
& Quincy tariff I. C. C. No. 9887. Our decision in this 
case was based upon a comparison of local rates from 
Sheridan, Wyo., and Red Lodge, Mont., to Billings, Mont. 
In the preceding opinion, 26 I. C. C. 638, 653, it was stated: 


. The local rate from the mines at Red Lodge, Bridger, 
Joliet ‘and Fromberg to Billings is 75 cents, while the local 
rate from Sheridan to Billings is $1. The difference of 25 cents 
would be, in our opinion, a reasonable allowance for the differ- 
ence in the distance from Sheridan and from the Northern 
Pacific mines to points of destination within 500 miles. 


The rate situation involved in this case was not fully 
disclosed at the original hearing, so that the Commission 
did not have before it all the facts bearing thereon. 
From Sheridan to Billings the rate on lump coal is $1 
per ton, yielding a per ton-mile revenue of 7.3 mills for 
the average distance of 137 miles from the mines. The 
distance from the mines at Sheridan is somewhat less 
than from Sheridan proper. The Red Lodge rate to 
Billings is 75 cents per ton, and yields a per ton-mile 
revenue of 12.7 mills for a distance of 59 miles. For a 
distance of 140 miles, Red Lodge to Sanders, Mont., the 
rate is $1.20, yielding 8.57 mills per ton-mile. These com- 
parisons show that the difference between the local rates 
from Sheridan and Red Lodge to Billings is not the proper 
basis for a differential in rates to the points involved in 
this case. Billings is a highly competitive point, and it 
would seem that the rate from Sheridan has been made 
low so as to allow competition with coal closer at hand. 
Rate comparisons were made on behalf of defendants 
showing that the proposed basis, 25 cents over Red Lodge, 
would result in a lower per ton-mile rate from Sheridan 
to points on the Northern Pacific than that prevailing from 
Hudson, Sheridan and Roundup, respectively, to points 
on the Chicago & Northwestern, Chicago, Burlington & 
Quincy, and Chicago, Milwaukee & St. Paul, and from 
other western coal fields. 


The Board of Railroad Commissioners of Montana 
appeared as interveners in this case on behalf of the coal 
operators at Bear Creek, Mont. The testimony presented 
shows that the competition of Sheridan coal is with Bear 
Creek rather than with Red Lodge, and tnat while the 
Red Lodge rate also applies from Bridger, Fromberg and 
Joliet, there is very little coal mined at these points. 
The only mines at Red Lodge are those of the North- 
western Improvement Co., all of the stock of which is 
owned by the Northern Pacific Railway. All of the coal 
here mined is consumed by the railroad, with the ex- 
ception of slack coal, a product incidental to the prepara- 
tion of coal for locomotives. 

The mines at Bear Creek produce commercial coal 
in competition with Sheridan and Kirby mines. They are 
served by the Montana, Wyoming & Southern Railway, 
extending from Washoe to Bridger, Mont., a distance of 
about 30 miles through the Bear Creek fields, and con- 
necting with the Northern Pacific at the latter point. 
This line is entirely dependent upon the coal traffic which 
it receives from the mines in the Bear Creek district. 

The history of the rates from Bear Creek was gone 
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into in great detail at the rehearing. In 1909 the Railroad 
Commission of Montana reduced the Montana, Wyoming 
& Southern’s proportional rate, Bear Creek to Bridger, to 
35 cents, and required the Northern Pacific to absorb 10 
cents of this 35 cents, the result being that coal from the 
Bear Creek mines took a rate under this order only 25 
cents in excess of the Red Lodge rate. At the end of 
a year’s operation under this order of the Commission 
it was shown that the Montana, Wyoming & Southern 
had suffered a loss of about $14,000, and a proceeding 
was begun in the federal court to enjoin the commission 
from enforcing the 35-cent rate. The court directed the 
restoration of the 45-cent rate, which the Montana, Wyom- 
ing & Southern receives at the present time, but of which 
10 cents is paid to it by the Northern Pacific. 

A large part of the testimony offered by the Board 
of Railroad Commissioners of Montana had to do with 
the cost of producing coal at Bear Creek and Sheridan. 
The conclusion was drawn that Sheridan operators can 
produce coal at less per ton than can the Bear Creek 
operators, and it was argued that this should be taken 
into consideration in fixing rates. The difference in cost 
of production, however, cannot be recognized as a basis 
for the adjustment of freight rates between different 
localities. In the case entitled Investigation of Alleged 
Unreasonable Rates on Meats, 22 [. C. C., 160, 163 [Traffic 
World, Jan. 6, 1912, p. 3], it was held: 


While commercial and industrial conditions often enter into 
the determination of a reasonable transportation charge, it is 
no part of our duty to so adjust rates that business will or will 
not be done at a particular point, and that is especially true of 
a case like this, where no natural advantage is possessed by 
any locality. 

Each one of these rival packing houses is entitled to a 
reasonable rate upon the live animal from various points of 
production, and those rates should be fairly related one to an- 
other. Each packing house is also entitled to a reasonable 
rate upon its product to various markets of consumption, and 
these rates, again, should be fairly adjusted with reference to 
one another. Any locality which remains at a disadvantage 
after this has been done must sustain that burden, which is due 
to its location with respect to this business. 


In the case of Colorado Coal Traffic Asso. vs. C. & S 
Ry. Co., 18 I. C. C., 572, 576 [Traffic World, June 18, 1910, 
p. 784], the Commission used the following language: 


. . Complainant’s members insist that they require a 
better rate on their product because it costs more to mine coal 
in the Walsenburg district and because Rock Springs coal finds 
readier sale for domestic uses. These are conditions which car- 
riers ought not to be required to equalize by rate adjust- 
ments. 

Although Sheridan and Bear Creek come into direct 
competition in the sale of coal, we are unable, on account 
of the operating conditions on the Montana, Wyoming & 
Southern, to base the contemplated readjustment of Sher- 
idan rates upon a comparison with the rates in effect 
from Bear Creek. The testimony shows that the grade 
on the line of the Montana, Wyoming & Southern is so 
heavy that it permits the hauling of but 17 empty cars 
up grade and no more than 40 loaded cars down grade. 
Ninety per cent of the equipment used at Bear Creek is 
furnished by the Northern Pacific. Fully 65 per cent of 
the line is curves sharper than 8 degrees. The road was 
expensive to build and is expensive to maintain, tne 
greater portion being built through an extremely moud- 
tainous country. The haul from Red Lodge to Billings 
is more like that from Sheridan to Billings than the 
haul from Bear Creek. From Bear Creek rates are fixed 
35 cents over Red Lodge. We find that by applying t 
the haul from Sheridan to points east of Billings rates 
40 cents over those prevailing from Red Lodge, and ‘0 
points west of Billings 55 cents over Red Lodge, the two 
points of production are placed upon approximately t)¢ 
same per ton-mile basis. 
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The Big Horn Collieries Co. is located at Crosby, 

yo. 2% miles southwest of Kirby, Wyo., and the Owl 
Creek Coal Co. is located at Gebo, Wyo., 2% miles west 
of Kirby. The Kirby rates to points involved in Docket 
N 5078 are in nearly all instances 35 cents over the 
rates in effect from Sheridan, except that between Spo- 
kane and Ellensburg, Wash., and at Laurel, Mont., the 
rates are the same. The contention of the Kirby in- 
terests is that the same rates should be established from 
Kirby, Wyo., to points on the Northern Pacific and con- 
necting roads west of Billings, Mont., as are established 
from Sheridan, Wyo., to those points, and that to points 
on the Northern Pacific east of Billings in all cases at 
least the same reduction should be ordered in the Kirby 
rates aS may be ordered in the Sheridan rates, and that 
as the length of the haul increases the existing 35-cent 
differential against Kirby in favor of Sheridan be de- 
creased. 

Kirby is a station on the Thermopolis-Billings branch 
of the Chicago, Burlington & Quincy, a comparatively new 
line, through a sparsely settled country, with compara- 
tively light density of tonnage and high cost of operation. 
The mines in the Kirby district are an average distance 
of 171 miles from Laurel, Mont., being 127 miles farther 
distant than Red Lodge to all of the points of destination 
involved, 19 miles farther distant to points west of Billings 
and 49 miles to points east of Billings than Sheridan. 
The freight earnings per mile on the Kirby branch were 
given as $1,455, as against $6,360 for the entire system 
of the Chicago, Burlington & Quincy. It was stated that 
upon the Thermopolis branch the service is triweekly, 
85 per cent of the tonnage is coal, and the cars in which 
the coal is hauled out are practically all hauled in empty. 
The varying differences between the rate from Kirby and 
the rate from Sheridan to western territory was explained 
to have resulted from the competition of other coals not 
mined on the Burlington, the rate of both Sheridan and 
Kirby having been forced down to a competitive basis. 

It is conceded by representatives of the Chicago, 
Burlington & Quincy that wherever reductions are prop- 
erly made from Sheridan, Kirby is entitled to equal re- 
ductions—in other words, that Kirby’s present relations 
to Sheridan should be preserved. It was further stated 
that it had been the intention of the carriers when the 
Sheridan rates were finally fixed to reduce the Kirby 
rates, so that they should not exceed the Sheridan rates 
by more than 20 cents. Ag to distances east of Billings, 
however, it is argued that the intervening petition makes 
no complaint of the existing differentials between Kirby 
and Sheridan, and that the only relief to which the inter- 
veners are entitled would be the same reductions as from 
Sheridan. As illustrative of the reasonableness of the 
so-cent differential, i> was stated that the local com- 
merical coal into Billings, exclusive of coal for the beet 
Sugar plant, which is contract business, amounted to 588 
cars from the Sheridan field and 290 cars from the Kirby 
field during the year ending April 30, 1913. It is agreed 
that, considering the great differences of tonnages pro- 
duced in the two fields, this distribution in this common 
market on the Chicago, Burlington & Quincy is fair to 
the Kirby producer. 

We find that by applying from the mines at Kirby 
‘o points east and west of Billings rates 50 cents over 


those prevailing from Red Lodge the two points of pro- 
duction are placed on approximately the same per-ton-per- 
. basis. Taking into consideration the fact that the 
Der 


mopolis-Billings branch of the Chicago, Burlington & 
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Quincy is a branch line through a sparsely settled coun- 
try, this differential may be raised 15 cents, resulting in 
a charge of 65 cents from Kirby to points of destination 
involved in this case over the prevailing rates from Red 
Lodge. Upon this basis coal originating at Kirby will 
be paying 25 cents over Sheridan to points of destination 
east of Billings and 10 cents over Sheridan to points of 
destination west of Billings. 

At the rehearing no evidence was produced convincing 
us that our previous conclusion denying any additional 
allowance for a two-line haul was unjust or otherwise 
improper. 

The differentials we have suggested in the rates from 
Sheridan and Kirby, as compared with the rates from 
Red Lodge, are, in our opinion, a reasonable allowance 
for the difference in distance to points of destination 
within 500 miles. To points between 500 and 600 miles 
from Sheridan these differentials should be decreased 10 
cents, and for each 100 miles additional a further reduc- 
tion of 10 cents should be made in the differentials which 
we have prescribed. 

An appropriate order will be entered in this case. 





ORDERS. 
No. 4947. 

This case being at issue upon complaints and answers 
on file, and having been heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission being of 
the opinion that there are at present no reasonable or 
satisfactory joint through rates and routes in force for 
the transportation of coal from the mines in the Sheridan 
district of the state of Wyoming, located on the line of 
the Chicago, Burlington & Quincy Railroad Co., including 
Sheridan, Wyo., and points taking Sheridan rates as shown 
in Chicago, Burlington & Quincy Railroad Co, tariff I. C. C. 
No. 9717 and supplements thereto, to certain points on the 
lines of the Chicago & Northwestern Railway Co. and 
the Pierre, Rapid City & Northwestern Railway Co., in 
Nebraska and South Dakota, over the lines of said de- 
fendants, and that through routes and joint rates for the 
transportation of such coal between said points over 
defendants’ lines to points on the lines of the Chicago 
& Northwestern Railway Co. west and north of Norfolk, 
Neb., and on the lines of the Pierre, Rapid City & North- 
western Railway Co. via Crawford, Neb., and to points 
on the lines of the Chicago & Northwestern Railway Co. 
east of Norfolk via the junction point on the lines of 
the Chicago, Burlington & Quincy Railroad Co. nearest 
the point of destination should be established, and having 
made and filed reports containing its findings of fact and 
conclusions thereon, which said reports are made a part 
hereof: 

It is ordered, That said defendants be, and they are 
hereby, notified and required to cease and desist, on or 
before Nov. 20, 1913, from charging, demanding, collecting 
or receiving their present rates for the transportation 
of coal over their respective lines of railway from mines 
in the. Sheridan district aforesaid via junction points 
specified in the first paragraph hereof. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, notified and required to 
establish and to put in force, on or before Nov. 20, 1913 
and for a period of not less than two years thereafter 
to maintain, through routes via junction points specified 
in the first paragraph hereof for the transportation of 
coal over their lines from mines in the Sheridan district, 
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situated on the lines of the Chicago, Burlington & Quincy 
Railroad Co., to all points other than common points of 
the Chicago, Burlington & Quincy Railroad Co. and the 
Chicago & Northwestern Railway Co., on the lines of 
the Chicago & Northwestern Railway Co. between Craw- 
ford and Omaha, Neb.; Elgin and Clarkson, Neb.; Nor- 
folk Junction, Neb., and Winner, S. D.; Fremont and 
Hastings, Neb.; Linwood and Superior, Neb.; Platte River 
and Lincoln, Neb.; Kennard, Neb., and Missouri Valley, 
Ia.; Dakota Junction, Neb., and Middle Creek and Newell, 
S. D., and on the line of the Pierre, Rapid City & North- 
western Railway Co. between Rapid City and Pierre, S. D. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish and 
put in force on or before Nov. 20, 1913, and for a period 
of two years after said Nov. 20, 1913, maintain and apply 
to the transportation of coal over their lines of railway 
from mines in the Sheridan district aforesaid on the 
line of the Chicago, Burlington & Quincy Railroad Co. 
over the routes specified in the first paragraph hereof 
to destination points specified in the third paragraph 
hereof, on the lines of the Chicago & Northwestern 
Railway Co. and the Pierre, Rapid City & Northwestern 
Railway Co., joint rates which shall not exceed the rates 
now charged to said points from Hudson, Wyo., named 
in Chicago & Northwestern Railway Co. tariff I. C. C. No. 
7309. 

And it is further ordered, That said defendants be, 
and they are hereby, notified and required to make effective 
upon three days’ notice to the general public and the 
Interstate Commerce Commission, given in the manner 
prescribed in section 6 of the Act to regulate commerce, 
the joint rates and through routes said defendants are 
by this order required to establish, on or before Nov. 20, 
1913, in which event the tariffs in which such joint rates 
and through routes are specified must contain the notation 
that they are issued under the authority hereto granted 
and must refer to the number of this case. 





No. 5078. 

This case being at issue upon complaints and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission be- 
ing of the opinion that the present rates, named in the 
second paragraph hereof, applied by defendants to the 
transportation of coal from mines in the Sheridan dis- 
trict, on the line of the Chicago, Burlington & Quincy 
Railroad Cvo., designated as group 1 in Chicago, Bur- 
lington & Quincy Railroad Co. tariff I. C. C, No. 9887, and 
supplements thereto, and from mines in the Kirby dis- 
trict, on the line of the Chicago, Burlington & Quincy 
Railroad Co., designated as group 2 in Chicago, Burlington 
& Quincy Railroad Co. tariff I. C. C. No. 9887, and sup- 
plements thereto, to points along the line of defendant 
carriers in Montana, North Dakota, Idaho, Washington 
and Oregon, named in Chicago, Burlington & Quincy Rail- 
road Co. tariff I. C. C. No, 9887, are unjust and unrea- 
sonable, and that the rates named in the third paragraph 
hereof would for the future be just and reasonable for 
the transportation of coal from the said named points 
of origin to said points of destination designated above, 
and having made and filed reports containing its findings 
of fact and conclusions thereon, which said reports are 
made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
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desist, on or before Nov. 20, 1913, and for a period of 
not less than two years thereafter to abstain, from ex. 
acting for the transportation of coal in carloads from 
points of origin to points of destination specified in the 
first paragraph hereof, their present rates as published 
in Chicago, Burlington & Quincy Railroad Co. tariff I. Cc. C 
No. 9887. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before Noy. 20, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not 
less than three days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of two years after said Nov. 20, 1913, 
apply to the transportation of coal, in carloads, joint 
rates from mines in the aforesaid Sheridan district, on 
the line of the Chicago, Burlington & Quincy Railroad 
Co., which, to points on defendants’ lines east of Billings, 
Mont., named in Chicago, Burlington & Quincy Railroad Co 
tariff I. C. C. No. 9887, and supplements thereto, shall 
be no more in any instance for distances within 500 miles 
than 40 cents over the present rates maintained from 
Red Lodge, Mont., and to points on defendants’ lines 
west of Billings, Mont., named in Chicago, Burlington & 
Quincy Railroad Co. tariff I. C. C. No. 9887, and supplements 
thereto, for distances within 500 miles, no more in any 
instance than 55 cents over the present rates maintained 
from Red Lodge, Mont., and from mines in the Kirby 
district aforesaid to points of destination on deefndants’ 
lines east and west of Billings, Mont., named in Chicago, 
Burlington & Quincy Railroad Co, tariff I. C. C. No. 9887, 
and supplements thereto, rates which shall not be more 
in any instance than 65 cents over the rates now prevail: 
ing from Red Lodge, Mont., and that to points between 
500 and 600 miles from Sheridan the differentials sug- 
gested as compared with the rates from Red Lodge should 
be decreased 10 cents per ton, both in the rates from 
Sheridan and from Kirby, and for each 100 miles addi- 
tional a further reduction of 10 cents per ton should be 
made in the differential. 


KANSAS-IOWA BRICK RATES 
1. & S. DOCKET NO. 227 OPINION NO. 2428 
(28 I. C. C. Rep., p. 285.) 


Submitted Oct. 5, 1913. Decided Oct. 13, 1913. 
Proposed increased rate on brick from points in the Kansas 
gas belt to Chicago, Rock Island & Pacific Ry. statio: 

lowa found not to have been justified. 

W. F. Dickinson for Chicago, Rock Island & Pacifi' 
Railway Co. 

A. E. Helm for Public Utilities Commission of Kansas, 
Kansas Gas Belt Brick Makers’ Association, and others 

E. J. McVann for Commercial Clubs of Omaha ané 
Council Bluffs. 


Report of the Commission, 


CLARK, Chairman: 

In this proceeding certain schedules contain« 
supplements Nos. 8 and 11 to Western Trunk Lines’ | 
I, C. C. No. A-347, by which it was proposed to inc! 
the rate on brick (except bath, tile and enameled) i0 
carloads from points in the so-called gas belt in s 
eastern Kansas to stations on the Chicago, Rock Is 
& Pacific Railway in Iowa are suspended. The pre?! 
rate, which was established in 1909, or prior there! 
10 cents per 100 pounds and the proposed rate is 2 
cents. 
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The carriers serving the gas belt are the Missouri 
icific Railway, the Atchison, Topeka & Santa Fe Rail- 
iy, the Missouri, Kansas & Texas Railway and the St. 
uuig & San Francisco Railroad. The Atchison, Topeka 
Santa Fe is the only one of these roads that has any 
ie in Iowa, and that only some 20 miles. The territory 
destination comprises a somewhat extensive blanket, 
lich, as to traffic from Kansas, may be broadly defined 
Mississippi River rate territory, and a small section 
Peoria rate territory lying in the extreme northern 
rt of Iowa. This territory is served by a number of 
rriers, including the Chicago, Rock Island & Pacific 
Railway, the Chicago, Burlington & Quincy Railroad, the 

icago Great Western Railway, the Chicago, Milwaukee 
& St. Paul Railway, the Illinois Central Railroad, and 
the Chicago & Northwestern Railway. The last named, 

wever, publishes no rates on this traffic. The rate 

the Chicago, Burlington & Quincy to stations on its 
ne is 12% cents, approved by the Commission in Stand- 
ard Vitrified Brick Co. vs. C., B. & Q. R. R., 25 1. CG. C., 
669. [Traffic World, Feb. 1, 1913, p. 300.] The other 
have in effect a rate of 10 cents. On the Rock 
Island the 10-cent rate applies to practically all points 
in Iowa south of Oelwein, on the Decorah division; 
Clarksville, on the St. Paul line, and Clarion, on the Iowa 
division, including the upper Mississippi River 
cities and junctions with the Chicago Great Western, the 
Chicago, Milwaukee & St. Paul, and the Illinois Central. 
The effect of the proposed increase would be lower rates 
to competitive points via other lines than via the Rock 
Island. In explanation of this the Rock Island insists 
that it prefers to retire from the traffic to competitive 
points rather than to sacrifice much-needed additional 
revenue on traffic to its intermediate local stations, From 
gas-belt points to Kansas City the average rate is 5 cents 
and the local rate from Kansas City to most of the Iowa 
destinations on the Rock Island is 7% cents. The new 
rate, therefore, is in effect the full Kansas City or Mis- 
souri River combination, and will, if permitted to stand, 
out the general scheme of rate construction in 
this territory. Protestants urge that such an adjustment 
should not be approved, and allege that a continuous 
haul cannot ordinarily be as expensive as combined local 
hauls with their additional terminal services. 

The present adjustment appears to result from the 
facts that the gas-belt rate to St. Louis is 10 cents, the 
to the upper Mississippi River crossings are the 
as to St. Louis, and these rates are not exceeded 
to intermediate points. The principal respondent avers 
that no changes are contemplated by other lines and that 
it stands alone in the proposal to depart from the estab- 
lished basis, doing so because the present rate is regarded 
as too low and as yielding unsatisfactory earnings for 

e Rock Island. 

The original plan of the respondents was to establish 

12%-cent rate to practically all points on the Rock 

nd in Iowa, except to stations to which the combina- 
on Omaha or Council Bluffs makes less, and to 

‘ain stations in the vicinity of Council Bluffs to which 

Commission in Sunderland Brothers vs. M. P. Ry. 

22 I. C, C., 141 [Traffic World, Jan. 6, 1912, p. 19], 

dged the reasonable maximum rate to be 10 cents. 

filed, however, the schedules also except main-line 
ns east of the group involved in the Sunderland 
ers case, as far as Des Moines and all points from 
lowa state line through Eldon and Des Moines to 
upton, on the St. Paul & Kansas City Short Line. 


lines 


Falls 


follow 


rates 


same 
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With a rate to Peoria of 12 cents, the new schedule pro- 
poses to establish 12% cents to intermediate points, cre- 
ating violations of section 4 of the act, to correct which 
it was stated on the hearing that the rate to Peoria would 
also be increased. No rate to Peoria, however, is named 
in the suspended schedules. 

Witness for the Rock Island, the only one appearing 
for respondent, offered in evidence certain tables of dis- 
tances and per-ton-mile earnings from Iola and Coffeyville, 
Kan., as representative shipping points, to a _ selected 
number of destinations, also said to be representative. 
These show the distances via Omaha and via Kansas City 
over both the Rock Island route and the short lines and 
the resulting revenue under the old as well as the new 
rate. 

Witness appears to have figured the distances via the 
Rock Island route on Eldon, Ia., and, while this is stated 
to be the present route for through business, it appears 
that the St. Paul & Kansas City Short Line has been 
constructed and put in operation for local traffic extend- 
ing from Allerton to Carlisle, la., which shortens the 
distance from Kansas territory to Des Moines and points 
north and west thereof by approximately 95 miles. This 
line, although separately operated, is by stock ownership 
a Rock Island property and cannot be ignored, since it 
affords opportunity for shorter hauls and reduced oper- 
ating expenses with correspondingly increased revenue 
per ton-mile. Protestants direct attention to this fact 
and at the same time question the accuracy of the dis- 
tances and per-ton-mile figures included in respondents’ 
tables. We have not attempted to check all of the figures, 
but those which we have checked disclose such material 
errors, aside from the differences in distance via Eldon, 
as compared with the St. Paul & Kansas City Short Line 
route, as to impair the evidentiary value of the tables 
upon which the defense is built. 


While they are a factor in rate making, per-ton-mile 
results are not necessarily controlling, and, unaccom- 
panied by testimony with respect to other elementary 
factors, neither respondent’s figures nor the correct fig- 
ures constitute a sufficient or conclusive guide to the 
reasonableness of the proposed rate. It is true that com- 
parison is made in the briefs with per-ton-mile earnings 
yielded by rates on brick traffic in this general section 
which have been approved in cases heretofore decided 
by the Commission, but this does not justify the increases 
proposed in the instant case. The Rock Island avers 
that the cost of operation of its entire line, including the 
territory between the Missouri River and stations in Iowa, 
has increased, but no details are given as to the system 
as a whole or as to the particular lines here involved. 

The law casts upon the carriers the obligation to 
justify proposed increased rates, and in this case that ob- 
ligation is not satisfactorily discharged by the presenta- 
tion of statements of earnings per ton-mile and sugges- 
tions of increased general operating expenses. If the 
rate heretofore maintained yields less than a fair return 
for the services rendered, that fact is not established of 
record. Respondents have failed to sustain the burden 
cast upon them by the law. We are of the opinion, and 
find, that the existing rate on brick (except bath, tile 
and enameled) from points in southeastern Kansas, gen- 
erally known as the gas belt, to stations in Iowa on the 
Chicago, Rock Island & Pacific Railway embraced in the 
suspended schedules is, and for the future will be, the 
reasonable maximum rate. Respondents will be required 








to continue the present rate as a Maximum for a period 
of not less than two years. 
Such an order will be entered. 





ORDER. 

It appearing, That on Feb. 27, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices for the transportation of brick 
in carloads from points in the Kansas gas belt to stations 
on the line of the Chicago, Rock Island & Pacific Railway 
Co. in Iowa, stated in certain schedules contained in the 
tariffs designated as follows: W. H. Hosmer, agent, 
supplement No. 8 to I. C. C. No. A-347, effective March 
3, 1913, and W. H. Hosmer, agent, supplement No. 11 
to I. C. C. No. A-347, effective March 3, 1913, and ordered 
that the operation of said schedules contained in said 
tariffs be suspended until July 1, 1913, and by a subse- 
quent order continued said suspension until Jan. 1, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission on the date hereof has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the carriers respondent herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before Dec. 1, 1913, 
the rates and charges stated in the schedules specified 
in said orders of suspension. 

It is further ordered, That said carriers shall continue 
in force, and for a period of not less than two years 
from Dec. 1, 1913, apply to the transportation of brick 
(except bath, tile and enameled) in carloads from points 
in the Kansas gas belt to stations on the lines of the 
Chicago, Rock Island & Pacific Railway Co. in lowa named 
in the aforementioned suspended schedules, rates not in 
excess of those at present applicable to the transportation 
of brick (except bath, tile and enameled) from said points 
of origin to said points of destination. 


FOLLOWS KANSAS RATE CASE 


OPINION NO. 2429 
(28 I. C. C. Rep., P. 289) 
VOLCO MANUFACTURING CoO. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CoO. ET AL. 


Submitted Jan. 2, 1913. Decided Oct. 13, 1913. 

The complainant's petition for the establishment of low com- 
modity rates on eastbound shipments of its product not 
granted. The reduction of the present rates to a level sug- 
gested by the findings in the Kansas rate case allowed. 


CASE NO. 4956 


Martin E. Casto for complainant. 

T. J. Norton and A. A. Hurd for Atchison, Topeka 
& Santa Fe Railway Co. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co. 

Fred G. Wright and Henry G. Herbel for Missouri 
Pacific Railway Co. 

Fred H. Wood for St. Louis & San Francisco Rail- 
road Co, 

R. C. Fyfe for Western Classification Committee. 


Report of the Commission. 


MEYER, Commissioner: 

The Voleo Manufacturing Co., a Kansas corporation, 
with a factory located at Wichita, Kan., is engaged in 
the manufacture, sale and distribution of a cleansing com- 
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pound. By a petition, filed July 1, 1912, it complains 
against the application of fifth class rates to the trans- 
portation of its product in carloads from the factory to 
such points as Kansas City, St. Joseph and St. Louis, 
Mo., and Peoria and Chicago, Ill, as unjust and unrea- 
sonable, discriminatory and unduly prejudicial, and asks 
for the establishment of just and reasonable rates for 
such transportation. 

The complainant’s product is composed chiefly of a 
so-called volcanic ash, a considerable deposit of which, 
located at Anthony, Kan., about 57 miles southwest of 
Wichita, is owned by the complainant. At the time of the 
hearing the factory had been established for about a 


‘year and had developed a considerable trade locally in 


Wichita and throughout the southern half of Kansas. 
The complainant is desirous of developing trade in its 
product in Kansas City, St. Joseph and St. Louis, Mo., 
Peoria and Chicago, Ill., as well as in the large jobbing 
centers to the east, by the establishment of distributing 
agencies from which less-than-carload shipments may be 
made to consuming points, and contends that under the 
rates established to the points named in the petition it 
is unable to meet the competition of manufacturers of 
other products of the same general nature and purpose 
located in Kansas City, Omaha, St. Louis, Chicago, etc. 

The Western Classification puts cleansing compounds 
in carloads into the fifth class, and the rates complained 
of—36 cents per 100 pounds from Wichita to Kansas City 
and St. Joseph, Mo., 55 cents to St. Louis, Mo., and points 
taking the same rates, 57% cents to Peoria, Ill., and 
points taking the same rates, and 60 cents to Chicago, 
Ill., and points taking the same rates—are all class rates 
governed by the Western Classification. No complaint 
is made against the less-than-carload rates, and an attack 
upon the classification of the complainant’s product in 
carloads as fifth class is expressly disclaimed by the 
complainant, although the application of a low commodity 
rate is sought. It was shown at the hearing that while 
soap, washing powders and scouring compounds in car- 
loads generally take fifth class rates, there are several 
cases in Western Classification territory in which com- 
modity rates apply. It does not appear likely, however, 
that a great amount of traffic moves under commodity 
rates. 

Rates on canned goods and certain other grocery 
commodities from St. Louis to Wichita were shown to 
be 44 cents per 100 pounds in carloads, and it is con- 
tended in behalf of the complainant that substantially the 
same rate should be made applicable to shipments of the 
complainant’s product from Wichita to St. Louis. (This 
rate is just double the fifth class rate between Kansas 
City and St. Louis and was claimed by the defendants 
to be the result of the establishment of a 25-cent com- 
modity rate from the Missouri River to Wichita by the 
Kansas state commission.) It was likewise shown that 
the first class rates from Wichita to St. Louis are sub- 
stantially double the first class rates between Kansas 
City and St. Louis. 

On the part of the defendants it was contended |'14 
the manufacturers of competing products ship into Wi 
at the same rates as the complainant is require 
pay on its outgoing shipments. It was also conte led 


that the importance of the freight rate as a factor iD 
the cost of marketing such a product as volco was § all 
in comparison with the advertising campaigns prose ed 

not 


by the complainant’s competitors, though it was 
claimed that the lack of advertising on the part of ‘he 
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November 1, 1913 


complainant should be advanced as an excuse for with- 
holding a reasonable rate adjustment. 

The principal complaint would appear to be against 
the rate of 36 cents from Wichita to Kansas City and 
other Missouri River points and its effect on the rates 
to the other points named in the complaint. The rate 
just named produces an average of 33.8 mills per ton 
per mile, for the short-line distance from Wichita to Kan- 
sas City, 213 miles, as against 22.2 mills per ton per 
mile for the short-line distance from Kansas City to the 
Mississippi River, 198% miles, and 15.8 mills per ton per 
mile for the short-line distance from Kansas City to St. 
Louis, 277 miles. 

No extended reference was made to operating condi- 
tions, ete., it being noted that the whole matter was be- 
fore the Commission in the so-called Kansas Rate case, 
27 I. C. C., 673 [Traffic World, July 26, 1913, p. 209], 
which involved all westbound rates from the Mississippi 
River and Chicago to points in Kansas. The complaint 
as here presented looks to the establishment of low com- 
modity rates on eastbound shipments of the complainant’s 
product. It does not appear, however, that sufficient rea- 
son has been advanced for their establishment on as low 
a basis as that proposed by the complainant. 

As is noted above, the rates in controversy in the 
present case are class rates and until the effective date 
of the order in the Kansas case, supra, were the same 
as the westbound rates on the same class. Under the 
circumstances, it not seem inappropriate to make 
the fifth class rate, St. Louis to Wichita, adopted in our 
conclusions relative to the Kansas case, applicable to the 
movement of the complainant’s product in carloads in 
the reverse direction. We therefore find that the rate 
on shipments of volco in carloads from Wichita, Kan., 
to St. Louis and other points taking. the same rates, is 
unjust and unreasonable to the extent that it exceeds 
a rate of 51 cents per 100 pounds. We do not find, how- 
ever, that the rate of 36 cents per 100 pounds from 
Wichita, Kan., to Kansas City, Mo., is umreasonable. The 
established differentials over the St. Louis rate to Peoria 
and to Chicago and other points taking the same rates 
should be maintained. 

An order will be issued accordingly. 


does 


ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, 
notified and required to cease and desist, on or before Dec. 
15, 1913, and for a period of not less than two years 
thereafter abstain, from charging, demanding, collecting 
or receiving their present published carload rate of 55 
cents per 100 pounds for the transportation of volco from 
Wichita, Kan., to St. Louis, Mo., which rate is found in 
Said report to be unreasonable. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
Dec. 15, 1913, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in sec- 
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tion 6 of the Act to regulate commerce, and for a period 
of not less than two years after the said Dec. 15, 1913, 
to maintain and apply to the transportation of volco in 
carloads from Wichita, Kan., to St. Louis, Mo., a rate 
which shall not exceed 51 cents per 100 pounds, which 
rate is found in said report to be reasonable. 


BRICK RATES FROM OHIO POINTS 


1. & S. DOCKET NO. 268 OPINION NO. 2430 
(28 I. C. C. Rep., P. 292) 


Submitted July 7, 1913. Decided Oct. 13, 1913. 

Increased rates on brick in carload lots from Hocking, Shawnee 

and Zanesville groups in southern Ohio to Huntington, 

W. Va., not justified. 

Edward Barton for Baltimore & Ohio Southwestern 
Railroad Co. 

William King for Toledo & Ohio Central Railroad and 
Zanesville & Western Railroad companies. 

H. F, Youse for Kanawha & Michigan Railroad Co. 
and Hocking Valley Railway Co. 

J. T. Crutchfield for Jobbers & Manufacturers’ Bureau, 
Huntington Chamber of Commerce. 

W. N. Alderman for Athens Brick Co. 


Report of the Commission. 
CLARK, Chairman: 


On protest of brick manufacturers located at Athens, 
Nelsonville, Logan, Glouster and Trimble, O., we sus- 
pended until March 29, 1914, proposed increased rates 
on brick in carloads from the Hocking, Shawnee and 
Zanesville groups in southern Ohio, to.Huntington, W. Va. 

All of the points from which protests were received 
are located in what is known for rate-making purposes 
as the Hocking group, which, roughly speaking, extends 
from New Straitsville south to Hamden and from Athens 
north to Glouster, O. 

The Baltimore & Ohio Southwestern, Kanawha & 
Michigan, and Hocking Valley railroads serve points in 
the Hocking group. The Shawnee and Zanesville groups, 
which take their names from those towns, are located 
north of the Hocking group. 

The following statement shows the short-line dis- 
tances and the present and proposed rates from certain 
representative points to Huntington. For the reason that 
the present rates to Huntington are said to affect the 
combination of rates on Cincinnati to southeastern ter- 
ritory, the short-line distances and rates from the same 
points to Cincinnati are also shown. Rates are herein- 
after stated per net ton. 


To Huntington, W. Va. 
Short-line Old New Short-line 

From— mileage. rate. rate. mileage. 

Portsmouth, Ohio .... 47 $0.70 $0.70 107 

Points in Hocking group: 

Nelsonville, Ohio .... 103 .90 
Logan, Ohio .90 
ee, CU cccsceee @ .80 
Glouster, Ohio .80 
Middleport, Ohio 5s 1.05 
Shawnee, Ohio : .90 
Zanesville, Ohio { .90 
Columbus, Ohio d 1.10 
Marietta, Ohio 3: .90 


To Cincinnati, O. 


Rate. 
$1.05 


156 
144 
158 
173 
194 
151 
168 
116 


205 
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Portsmouth, Middleport and Marietta are located on 
the north bank of the Ohio River. It will be noted that 
as proposed the rate from Portsmouth is not changed, 
that from Middleport it is reduced from $1.05 to 70 cents, 
and that from Marietta it is increased from 90 cents 
to $1.15. 

The Baltimore & Ohio Southwestern Railroad Co., 
which will be hereinafter referred to as the B. & O., bore 
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the burden of defending the increased rates, and the 
Kanawha & Michigan, Toledo & Ohio Central, and Zanes- 
ville & Western Railroad companies adopted as their own 
the testimony submitted on part of the B. & O. 

That carrier contends that the increased rates were 
made necessary in order to preserve group adjustments, 
obtain proper remuneration for the services rendered, and 
to prevent reductions in other rates with consequent loss 
of revenue. 

As Canton was the original brick-producing point in 
Ohio, rates from other districts, established thereafter 
in Central Freight Association territory, were, in order 
to enable such districts to compete with Canton, generally 
predicated upon the Canton rates. For several years prior 
to Oct. 26, 1906, the rate on paving brick from Athens 
and Zanesville to Huntington was $1.25 and that from 
Canton $1.35. The rates on building and face brick were 
25 cents higher. On the above date the rate on paving 
brick from Athens was, apparently in order to develop 
traffic, reduced to 80 cents. The rate on building and 
face brick was reduced to that level March 1, 1911, in 
accord with the decision of the Commission in Stowe- 
Fuller Co. vs. P. Co., 12 I. C. C., 215. Respondents con- 
tend that normally, under the group adjustment, the 
“ Zanesville rate should be 20 cents under the Canton rate, 
and as the rate from Canton to Huntington is still $1.35, 
Zanesville and points now grouped therewith should be 
$1.15. The fact that Athens has had an 80-cent rate for 
seven years, and the fact that a rate but 10 cents under 
Canton was applicable for four years previous thereto, 
shows a long-continued divergence from the _ so-called 
normal basis. 

It is asserted that the lower combination of rates on 
Huntington was menacing the rates from the Shawnee 
and Zanesville districts to points in southeastern ter- 
ritory, such as Savannah and Brunswick, Ga., and Charles- 
ton, S. C. For instance, the present rate from the Zanes- 
ville and Shawnee districts to Huntington is 90 cents 
and to Cincinnati it is $1.15, while the rate from both 
Huntington and Cincinnati to Charleston, S. C., is $3, 
making the Huntington combination 25 cents lower than 
the Cincinnati combination. Respondents say that inas- 
much as the distances from the Shawnee and Zanesville 
groups are approximately the same to both Huntington 
and Cincinnati, the rates from those groups should be 
the same to both points. It is seen, however, that the 
short-line distance from Shawnee to Huntington is 122 
miles as against the short-line distance of 151 miles to 
Cincinnati, and that the short-line distance from Zanes- 
ville to Huntington is 138 miles as against 168 miles to 
Cincinnati. 

A brick manufacturer located in the Canton district 
called respondents’ attention to the rate situation and 
stated that unless the rates from Athens, Shawnee, Zanes- 
ville and points taking the same rates to Huntington 
were increased the rates from Canton to Huntington 
should be reduced to accord with the present rates from 
the lower districts. Certain carriers, particularly the 
Hocking Valley Railroad, named proportional rates ap- 
plicable only on shipments destined to southeastern ter- 
ritory from points in the Hocking group to Cincinnati. 
The proportional rate from Logan and Nelsonville to 
Cincinnati of 90 cents was withdrawn Dec. 1, 1912, on 
promises of the roads serving the Hocking, Shawnee and 
Zanesville groups that the rates therefrom to Huntington 
would be increased to the so-called normal basis. It was 
the expectation of the carriers that they would be able 
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to make this adjustment earlier, but owing to var 
conditions the increases were not undertaken until J 
1, 1913. At that time the Athens Brick Co. had remai: 
unshipped 400,000 brick, and it was primarily to ena 
it to fulfill a contract on the basis of the 80-cent 


that the suspensions were sought. Owing to the delay 


on the part of the carriers serving the Hocking, Shaw 
and Zanesville groups in increasing the rates to Hur 
ington, the Hecking Valley threatened to restore the 
cent proportional rate to Cincinnati. 


In the group adjustment the rates on brick, east 


north and west from the Hocking, Shawnee and Zanes- 


ville districts to points in Central Freight Associa‘ 
territory are the same Respondents assert that although 
Athens is within a comparatively short distance of Hunt 
ington, the disadvantage under which it will labor if 


increased rates are permitted to become effective is com- 


pensated for by the fact that on longer distances north, 
east and west its rates are the same as those fr 
Shawnee and Zanesville. 


The effect of the proposed increases is to amalgamate 
the Hocking, Shawnee and Zanesville districts and to 


make the rates therefrom the same in all directions 
They would remove the lower combination on Huntington 
prevent threatened reductions in rates from Canton to 
Huntington and also from groups north thereof. The 
carriers feel that to place all of the points in the Hocking 
Shawnee and Zanesville groups on the same basis to 
Huntington as to Cincinnati will be a justifiable realign- 
ment. The statement previously given shows, however, 
that the distances from Athens, Logan, Nelsonville an 
Glouster to Huntington are considerably shorter 
from the same points to Cincinnati. For instance, 
short-line distance from Athens to Huntington is 89 milé 
and to Cincinnati it is 158 miles; from Glouster to Hunt 
ington it is 104 miles, as against 173 miles to Cincinnati 
Some stress was laid upon the revenue per ton-mile 
Of course, this is one of the factors that is helpful in 
determining the reasonableness of rates, but its value 
is considerably minimized in a group adjustment. On 
the short-line distance from Athens to Huntington the 
revenue per ton-mile is 9 mills. The average distanct 
to Huntington from the five points from which protests 
were received is 103 miles, which, on the s0-cent rate, 
equals 7.7 milis per ton-mile. The B. & O. moves traffic 
from Achens to Huntington via Parkersburg, W. V a 
distance of 158 miles. On the 80-cent rate this yields 
5 mills, and on the $1.15 rate 7.2 mills per ton-mile. From 
Trinway and Cleveland to Huntington, Charleston, W. 
Cincinnati, Toledo and Louisville, and from Toled: 
Huntington, Charleston, Cincinnati and Louisville, 
earnings per ton-mile range from 4.4 to 7.4 mills. 
distance from Athens to Charleston, W. Va., is 106 n 
the rate 75 cents, and the per-ton-mile 7 mills, 
the distance from Athens to Toledo is 200 miles, 
rate $1, and the per ton-mile 5 mills. The averag: 
ceipts per ton-mile on all freight for the year ended J 
30, 1912, for the five roads principally interested in 
proceeding are in mills as follows: B. & O., 5.80; H 
ing Valley, 4.33; Kanawha & Michigan, 4.04;; Toled 
Ohio Central, 4.34, and Zanesville & Western, 11.45. 
membering that these figures cover all freight, inclu 
brick, the earnings per ton-mile from the points in 
troversy to Huntington for such a low-grade commo 
as brick, are not very low. 


The statement following shows the distances 
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es from Athens, Zanesville and Canton to certain rep- 
entative points: 


Distance from— From Canton, 


Zanes- Dis- 

To— Athens. ville. Rate. tance. Rate. 

att tS saiaws taeda 391 371 $1.65 367 $1.65 

i ia. See. s aseew utes od 200 173 1.00 160 1.00 
| ia; Dea seawesedsss 446 427 2.00 514 2.00 
\ igstown, Ohio ..... 262 139 *1.30 55 .70 
| 10, PAs xoreveios 383 327 1,80 242 1.50 
I sv IG Se. edad ne o<s 272 289 1.55 364 1.65 


*Athens to Youngstown, $1.35 per net ton. 


From Jan. 1, 1912, to June 30, 1913, the B. & O. moved 
9 carloads of paving brick from Athens to Huntington. 
} the two years prior to July, 1913, the Kanawha & 

higan transported 75 carloads of brick from Athens 

Huntington, but none from Glouster or Trimble, al- 

ugh those points are served by that road. Athens, 

ng located on the B. & O., the Kanawha & Michigan 
is compelled to pay out of the 80-cent rate applicable 

m Athens to Huntington a switching charge of 10 
ents. The movement via the lines of the other respond- 
ents is not shown. 

The rates to certain points such as Guyandotte, W. 
Va., and Catlettsburg, Ky., were not increased at the 
time the rates to Huntington were increased, but it is 

intention of the carriers to place all these points on 
the same basis. 

The testimony as to the reasonableness per se of the 
increased rates is meager, consisting mainly, so far as 
concerned, of a statement to the effect 
that they are practically on the same basis as other brick 
rates in the same territory. 

Respondents appreciate that it is difficult to justify 
an increase in these rates of 35 cents per net ton, 44 per 
cent, $1.75 per 1,000 brick, or $23.10 per carload of 66,000 
pounds, but rest their defense on the grounds which have 
been stated. 


respondents are 


The Athens Brick Co., the manufacturers at Trimble, 
Glouster, and Nelsonville, and the Jobbers’ & Manufac- 
turers’ Bureau of the Huntington Chamber of Commerce 
appeared in opposition to the increased rates. 

Five building-brick plants, with a daily capacity of 
brick, and six paving-block plants, having the 
Same average daily capacity, are located in the Hocking 
A major portion of the shipments to Huntington 
Was paving brick, and about 10 per cent of the output 
of the Athens plant went to Huntington. 

In the past few years Huntington has paved 65 miles 
of its streets and within the next two years expects to 

» 2,000,000 brick for paving. Inasmuch as the rate of 

cents Portsmouth to Huntington has not been 
is urged that an increase in the rate from 
Athens to Huntington and a decrease from $1.05 to 70 
cents in the rate from Middleport to Huntington will ren- 
der Huntington unable to secure brick from Athens. 

From the standpoint of loading, lading, value, risk, 
volume and other considerations which tend to determine 
reasonableness of rates, the Commission has held 
brick is a desirable traffic and should be accorded 
a low rate as compared with most other traffic. 

The burden of proof of sustaining the propriety of 

increased rates is upon respondents. The 80-cent 
ra from Athens to Huntington has been in effect for 
Seven years, and it was voluntarily reduced from $1.25. 
T reductions in rates from the other groups were in 
( equence thereof. The revenue per ton-mile for the 

rt-line distances is not low. We have practically no 
imony as to the reasonableness per se of the proposed 
es. The fact that other rates may be reduced if the 
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from 
changed, it 
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increases are not permitted to become effective affords 
no predicate that the present rates are unreasonably low. 
If a shipper from Athens must absorb the increase in rates 
to Huntington over Portsmouth, certainly Canton with 
a rate 20 cents higher than the proposed rate from the 
Hocking, Shawnee and Zanesville groups cannot expect 
to compete as against Portsmouth. The attempt, there- 
fore, of a brick manufacturer at Canton to coerce carriers 
serving that district to increase the rates from other 
districts is not a justifying reason for increasing the 
rates from such districts. Under the present rates from 
Athens the receipts per ton-mile on brick exceed the 
average receipts per ton-mile on all traffic. The reason- 
ableness of the rates to southeastern territory is not pre- 
sented, and therefore cannot be considered as justifying 
these increases. The distances from the points in con- 
troversy to Cincinnati are greater than those from the 
same points to Huntington. Brick is a desirable traffic, 
and should, for reasons that have often been stated, take 
a low rate. The group adjustment, which is the principal 
reason assigned for the increases in rates, has been de- 
parted from for many years and has consequently lost 
potency as a defense. The question of the reasunableness 
of a 70-cent rate from Portsmouth to Huntington is not 
in issue in this proceeding. Complete justification for an 
increase so marked as that from 80 to 90 cents to $1.15 
must be presented before such increase can be approved. 

From all t.e facts and circumstances disclosed of 
record, we are of the opinion that the carriers have failed 
to justify the proposed increased rates, and they must 
be withdrawn. If this is not done before Dec. 1, 1913, an 
appropriate order will be entered. 


OKLAHOMA-COLORADO POTATO RATES 


1. & S. DOCKET NO, 222 OPINION NO. 2431 
(28 I. C. C. Rep., P. 298) 
Submitted Sept. 2, 1913. Decided Oct. 13, 1913. 


1. Proposed increased rates on potatoes from points in Okla- 
homa to points in Colorado held to have been justified. 
Order of suspension vacated. . 

2. If, when viewed in the light of those considerations which 
enter into proper rate-making, a particular rate is fair and 
just for the service performed, the price at which the ship- 
per markets his product cannot be accepted as the con- 
trolling factor in fixing the rate. 

C. B. Bee for Corporation Commission of Oklahoma. 
A. A. Hurd, T. J. Norton and B. F. E. Marsh for 

Atchison, Topeka & Santa Fe Railway Co. 

F. C. Dumbeck and Fred H. Wood for St. Louis & 


San Francisco Railway Co. 


Report of the Commission. 


McCHORD, Commissioner: 

This case involves the reasonableness of a proposed 
increase, by the carriers respondent, in the rate on pota- 
toes from points in Oklahoma, principally Shawnee and 
Oklahoma City, to points in Colorado. The tariffs under 
suspension are supplement No. 1 to Atchison, Topeka 
& Santa Fe’s I. C. C. No. 6262, and supplement No. 7 to 
St. Louis & San Francisco’s I. C. C. No. 6054, canceling 
existing rates from all stations in Oklahoma to Colorado 
Springs, Denver, Pueblo and Trinidad, Colo. The present 
rates are from 40 to 52 cents, while the rates sought 
to be put into effect and now suspended range from 
40.5 to 54 cents. The evidence relates more particularly 
to the increase from 40 to 45 cents, Shawnee, Okla., to 
Denver, Colo., to which the objection is chiefly directed. 
For the protestants it is contended that the present 









796 THE TRAFFIC WORLD 





rate is ample for the service rendered, that any increase 
would be unreasonable and would result in depriving the 
potato growers of Oklahoma of the market for their 
early crops to be found at Denver and other distributing 
points in Colorado, due to the small margin of profit 
in such commodities. The respondents insist that the 
proposed tariff will result in advantage to the shippers, 
inasmuch as the present rates apply only as far north 
as Denver, while those proposed reach Cheyenne, Wyo., 
as the farthermost northern point; and also, an advan- 
tage in that the present rate is for potatoes only, while 
that proposed covers other vegetables as well. Respond- 
ents further contend that the proposed rates are rea- 
sonable for the service performed, especially in view of 
rates to other points on like commodities approved by 
the Commission. 

It appears that in order to meet a complaint made 
by the Commercial Club of Greeley, Colo., of discrimina- 
tion in favor of westbound traffic, the railroads affected, 
after a conference with the potato raisers of Colorado, 
agreed to increase their tariff on potatoes westbound, so 
that it would equalize the eastbound rate, which had 
theretofore been about 5 cents higher, and accordingly 
filed tariffs which became effective as to all lines except 
the respondents, the Atchison, Topeka & Santa Fe and 
the St. Louis & San Francisco, these two companies 
having through error failed to cancel the 40-cent maxi- 
mum. Subsequently these two lines filed a new tariff 
canceling the 40-cent maximum and increasing the rate 
to 45 cents, as had the other lines, and this increase was 
protested by the Corporation Commission of Oklahoma, 
whereupon an order of investigation and suspension was 
issued. 

One of the reasons advanced by respondents to sup- 
port the reasonableness of the proposed tariff is that 
the eastbound rate is and has been for some time the 
same amount as that now proposed for westbound traffic. 
But such a contention necessarily presupposes the fair- 
ness of the eastbound rate, a presumption not to be ac- 
cepted as correct without inquiry, especially in view of 
the fact that the 40-cent rate from Oklahoma westward 
had been in force for many years without effort on the 
part of the carriers to increase it, the suggestion of in- 
crease occurring to the railroads, so far as the evidence 
shows, only after the Commercial Club of Greeley, Colo., 
had complained that the Colorado rate eastward was 
too high. Instead of lowering the eastbound rate, the 
companies endeavored to meet the situation by raising 
the rate westbound. Standing alone and in view of the 
existing conditions, this contention rather supports the 
unfairness of the proposed increase than its reasonable- 
ness. But, say respondents, the eastbound rate, in con- 
sideration of the service rendered, and when compared 
with other rates for like services, is reasonable and has 
been recognized as such by the potato growers of Colo- 
rado. It is further contended that if there be any un- 
fairness or discrimination by placing the eastbound and 
westbound rates on a parity, the advantage is in favor 
of the protestants, the Oklahoma crop being always 
shipped early in the year and consisting of new potatoes, 
which are of a perishable nature, and therefore neces- 
sitate expedited and special service, and at that period 
of the year the minimum weight is 24,000 pounds, while 
in the fall of the year, when the Colorado potatoes are 
transported, the minimum is 30,000 pounds, and the pota- 
toes themselves are of a more firm and less perishable 
nature. 
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A comparison with rates to other points and & 
revenue per ton per mile realized will be of interest 


Per 

Distance, Rate, ton-mile, 

Route. miles. cents. mills 
Shawnee to Denver (present)............ 758 40 10.55 
Shawnee to Denver (proposed)........... 758 45 11.87 
Pert Worth 20 Dem OF occicccccccceccevess 801 54 13.48 
Denver to eastern Kansas points......... 600 35 11.67 
St. Paul, Minn., to Shawnee.............. 942 51 10.82 
ie. Temes Ge. TOs 6 6 oh ce veces ctisecs 630 45 14.28 
St. Louis to Texas common points....... 800 58 14.50 


The evidence also shows that the 40-cent rate from 
Shawnee to Denver was due to the fact that 40 cents 
was formerly carried from Gainesville, Tex., and thus 
became the maximum at Shawnee and points in Oklahoma 
intermediate; that the Gainesville rate has now been ad- 
vanced to a figure higher than 45 cents, so that the 40- 
cent maximum feature no longer obtains. 

We have given due consideration to the evidence and 
argument of protestants with respect to the alleged de- 
creased margin of profit at the market end of the line 
which may result from the increased rate. Suffice it 
to say that commercial and transportation conditions 
must not be confused, and that the condition of the 
market as to any specific commodity is not to be con- 
sidered the controlling element by this Commission in 
determining the reasonableness of a rate. If, when viewed 
in the light of those considerations which enter into 
proper rate making, a particular rate is fair and just 
for the service performed, the price at which the shipper 
markets his product cannot be accepted as the controlling 
factor in fixing the rate. 

The protestants also show that the rate on potatoes 
from Shawnee to St. Louis is but 25 cents as against 
45 cents from St. Louis to Shawnee, and argue that it 
would have been more fair to consider that rate in de 
termining the reasonableness of the suspended tariff than 
the comparison with the 45-cent rate from St. Louis 
westward. It appears, however, that this 25-cent rate is 
compelled by competitive conditions, the movements of 
early vegetables from Oklahoma eastward occurring at 
about the same time that like products are put upon the 
market from Tennessee, Kentucky and Illinois, and that, 
accordingly, if such articles are transported at all, they 
must be handled at a low rate. 

We are of opinion that the respondents have met the 
burden cast upon them and have shown that the pro- 
posed rates are reasonable. An order will accordingly be 
entered removing the suspension and permitting the new 
tariffs to take effect. 


ORDER. 

It appearing, That on Feb. 19, 1913, and March 26, 
1913, respectively, the Commission entered upon an inves 
tigation concerning the propriety of the increases and 
the lawfulness of the rates, charges, regulations and p! 
tices stated in schedules contained in the following tarifi 
Atchison, Topeka & Santa Fe Railway supplement N« 
to I. C. C. No. 6262 and St. Louis & San Francisco R 
road Co. supplement No. 7 to I. C. C. No. 6054, and orde 
that the operation of said schedules contained in 
tariff be suspended until June 20, 1913; and by an or 
date June 3, 1913, said schedules were further suspend: ® 
until Dec. 20, 1913; 

It further appearing, That a full investigation of | 
matters and things involved has been had, and the C 
mission has, on the date hereof, made and filed a rep 
containing its findings of fact and conclusions there< 
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vhich said report is hereby referred to and made a part 
ereof: 

It is ordered, That the order of the Commission sus- 

nding until Dec. 20, 1913, the operation of said schedules 
and it is hereby, vacated and set aside as of Nov. 

1913. 

It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondent herein and 
named in said tariffs, and that a copy hereof be filed 
with said tariffs in the office of the Commission. 


ST. LOUIS LIVE STOCK MARKET 


The “booster” publication of the Business Men’s 
League of St. Louis publishes in its latest issue a lot of 
interesting statistics concerning the live stock business 
of St. Louis, furnished by H. L. Wyatt, traffic commis- 
sioner of the St. Louis National Stock Yards. From 
these figures it appears that the receipts in 1874, the 
first year, were 776,484 head, consisting of 234,002 cat- 
tle, 498,840 hogs, 41,407 sheep and 2,235 horses and 
mules. Freight cars received numbered 17,204. 

The receipts of 1912 were 4,924,380 head, consisting 
of 1,199,901 cattle, 2,529,897 hogs, 1,030,609 sheep and 
163,973 horses and mules. Freight cars received num- 
bered 84,441. 

The market value of the live stock sold last year at 
the yards approximated $150,000,000. More than 5,000 
men are employed in and around the stock yards. 

The packing concerns at the National Stock Yards 
ship about 36,000 cars of packing-house products a year. 

Freight charges paid on live stock received at the 
yards amount to more than $4,000,000 a year. The stock 
yards operates a railroad of 36 miles, and has 13 high- 
class locomotives. 

The St. Louis National Stock Yards is the greatest 
quarantine or southern cattle market in the North, and 
last year it handled 56.2 per cent of all of this class of 
cattle handled at northern markets. 

The world’s greatest horse and mule market is lo- 
cated at the St. Louis National Stock Yards. Its re- 
ceipts in this department in 1912 were 163,973 head, an 
excess of 70,996 head over Chicago, its next greatest 
competitor. 

Exclusive of its packing-house and banking business, 
the St. Louis National Stock Yards is the greatest single 
industry, not only in the St. Louis-East St. Louis dis- 
trict, but in the entire Mississippi Valley. The last gov- 
ernment census report is authority for this statement. 


RATES ON CLEANING COMPOUND 


The Commission, speaking through Commissioner 
Meyer, has decided that the rate of 55 cents on volco, a 
cleaning compound, from Wichita to St. Louis is excessive 
in that it exceeds the 51 cent rate found to be reasonable 

the Kansas rate case, which becomes effective on Dec. 

The complainant asked for the establishment of low 

mmodity rates so that it might send its product to dis- 
‘ibuting centers, but the Commission did not deem the 
testimony offered by the complainant to be sufficient for 
dering the carriers to make rates lower than those or- 
ed in the Kansas rate case. The rates of 36 cents from 
hita to Kansas City, 55 cents to 65 cents to St. Louis, 

(‘2 cents to Peoria and 60 cents to Chicago, were all at- 
ed. The cut in the rate to St. Louis will carry with 

-ductions to Peoria and Chicago so that the usual dif- 

entials will prevail. 
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DEMURRAGE IN MICHIGAN 


Long-Pending Matter of Demurrage Is Decided 
by Circuit Court in Favor of the Carriers 


On October 11, Judge P. J. M. Hally, in the Circuit 
Court for the County of Wayne, decided the so-called 
Michigan Demurrage Case in favor of the Michigan Cen- 
tral Railroad in every particular. The history of the 
case and decision in full are as follows: 

On Jan. 1, 1909, the railroads of the lower peninsula 
of Michigan, which are members of the Michigan Car 
Demurrage Supervising Bureau, promulgated and placed 
in force a set of demurrage rules. These rules were 
filed by each railroad with the Interstate Commerce Com- 
mission. During the year 1909 the National Association 
of Railroad Commissioners, composed of railroad com- 
missioners of the several states, and the Interstate Com- 
merce Commission, had under consideration a set of de- 
murrage rules intended to be effective throughout the 
larger part of the United States. These rules were finally 
adopted by the Association of Railroad Commissioners 
and were indorsed by the Interstate Commerce Commission. 
They were then adopted and filed by the various railroads 
and became effective in most of the states of the Union. 
These are variously referred to as the “National Code,” 
or the “Uniform Code.” The complainants in this case 
decided to adopt these rules as the demurrage rules upon 
the various lines of railroads in the state of Michigan, 
and announced to the shippers that they would become 
effective on May 1, 1910. The Michigan Railroad Com- 
mission did not agree with the National Association of 
Railroad Commissioners and the Interstate Commerce 
Commission and, believing that rules more advantageous 
to the shippers of Michigan should be adopted, on Feb. 
3, 1910, promulgated another set of demurrage rules and 
ordered that they become effective on March 1, 1910. 

These rules apply to the loading and unloading of 
cars coming from, or going to, points in other states as 
well as to those whose travel is within the state. They 
were promulgated in the form of an-order in a proceeding 
before the commission commenced June 13, 1908, by 
the Michigan Manufacturers’ Association against the rail- 
roads which are complainants in this case, and in which 
no decision was made until after the adoption of the 
rules by the National Association of Railroad Commis- 
sioners. 

On March 1, 1910, complainants filed a bill of complaint 
praying that the Michigan Railroad Commission be re- 
strained from enforcing these last-mentioned rules as to 
interstate commerce for various reasons. The case was 
taken to the Supreme Court of this state, and is reported 
under the title of Ann Arbor Railroad Co. vs. Michigan 
Railroad Commission, 163 Michigan, 49. The court dis- 
posed of the cause in this way: “By the terms of the 
act creating the defendant and defining its powers (the 
Michigan Railroad Commission), its authority to promul- 
gate demurrage rules is expressly limited to cases where 
the property has been, or is to be, transported between 
points within this state,” the court further reciting that 
because of this situation it was unnecessary to consider 
the other interesting matters presented by the briefs. 
The opinion of the Supreme Court was filed on Sept. 
28, 1910. 

On April 26, 1911, the legislature of Michigan amended 








two sections of the Michigan Railroad Commission Act. 
By section 3, as amended, it was provided as follows: 


“Provided, however, that this provision shall not be con- 
strued as a limitation on the authority of the commission cre- 
ated by this act to prescribe car service and demurrage rules 
applicable to all traffic beginning or ending within this state.”’ 

In other words, this was the legislative declaration 
that they did not desire the language of section 3 inter- 
preted as the Michigan Supreme Court had already in- 
terpreted it. The amendment to section 8 was as follows: 


“Which said car service and demurrage rules and regula- 
tions shall be applicable to all traffic, whether the same begin 
or end within the state of Michigan.”’ 

On Novy. 1, 1910, after the decision in the Ann Arbor 
Railroad Co. case above referred to, the injunction was 
so modified as to permit the enforcement of the Uniform 
Code as to interstate commerce, the 1909 rules remaining 
in force as to state commerce. Then the bill of com- 
plaint was so amended as to raise the questions which 
were presented in the Ann Arbor Railroad case, but not 
passed upon by the court for the reasons assigned by 
that tribunal. 

In the present case a large amount of testimony has 
been taken, bearing principally upon the question as 
to the manner in which interstate commerce can be 
affected by the enforcement of the Michigan Railroad 
Commission rules as to intrastate commerce. 

In a bulletin issued in June, 1912, by the Interstate 
Commerce Commission is found the following: 


‘Washington, D. C., June 3, 1912 Revised National car 
demurrage rules. The American Railway Association on May 
15, 1912, adopted a revised set of National Car Demurrage rules, 
that being the designation used by the American Railway As- 
sociation for the uniform demurrage code tentatively approved 
by the Commission on December 18, 1909, and also a revised 
set of explanations of the National Car Demurrage rules 
tentatively approved on April 11, 1911. The Interstate Com- 
merce Commission, recognizing the great benefits to be de- 
rived from uniformity in car service rules, it is desirous of 
learning its influence and movement. The Commission there- 
fore tentatively endorses the revised rules and explanations 
thereto adopted by the American Railway Association, and 
recommends that they may be made effective on interstate 
transportation throughout the country. This action is, of 
course, subject to the right and duty of the Commission to 
inquire into the legality and reasonableness of any rule or 
rules which may be made subject of complaint. 

“By the Commission, 
“John H. Marble, Secretary.’ 


The principal difference between the rules tentatively 
indorsed by the Interstate Commerce Commission and 
those proposed by the Michigan Railroad Commission 
may be briefly stated as follows: 

1. Michigan gives three days for unloading lumber; 
Uniform Rule gives two days. 

2. Michigan gives three days for 
Uniform Rule gives two days. 

3. Michigan gives five days for loading, weighing and 
billing coal at the Saginaw mines; the Uniform Rules 
allow only two days. 

4. Michigan allows three days on handling interior 
finish; the other rules give two days. 

5. Michigan allows three days for handling furniture 
from various consignors; the Uniform Rules only allow 
two days. 

6. Under the Michigan average time agreement the 
shipper gets advantage of the rules which take out time 
for bunching and weather interference. Under the Uni- 
form Rules the average time agreement is a substittue 
for those rules and a shipper who works under it must 
give up his gain of time by reason of the bunching and 
weather rules. 

The Michigan Railroad Commission has been re- 
strained by order of the court from making its rules 
effective, and if it should become effective now the order 


unloading coal; 
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would, of course, be based upon the present status of 
the law in Michigan. The complainants ask that tliey 
be perpetually enjoined from issuing the order and en. 
forcing it, and that the injunction granted against the 
enforcement of the Uniform Code be dissolved. 

Several questions are presented for solution, and these 
may be stated as follows: 

1. The power of the state of Michigan to enforce 
demurrage rules applicable to all traffic beginning or 
ending within the state of Michigan; or— 

2. Is a car while being loaded for a foreign ship 
ment, or while being unloaded from a foreign shipment, 
engaged in interstate commerce? 

3. Are there any cars in Michigan devoted solely to 
state traffic? 

4. Would the difference between the rules of the 
Uniform Code and those proposed by the Michigan Rail- 
road Commission enforced upon state traffic, as a result 
become a burden upon interstate traffic? 

In Southern Railway Co. vs. Reid, 222 U. S., 424, the 
power of the state over the general subject of commerce 
has been divided into three classes. I quote as follows: 

“First—Those in which power of the state is 
clusive. 

“Second—Those in which the states may act in 
absence of legislation by Congress. 

“Third—Those in 
exclusive and the state cannot act at all.” 


which the action of Congress is 

At the outset it becomes necessary to decide whether 
Congress has acted, because if it has power over inter- 
state commerce, it is exclusive and the action of the state 
must give way to that of the national body. On June 
29, 1906, the Interstate Commerce Commission Act was 


amended in several particulars. In section 1, in that 
part of it which defines the term “transportation,” the 
section was made to read as follows: 


“The term ‘transportation’ shall include cars and 
vehicles and all instrumentalities and facilities of shipme: 
carriage, irrespective of ownership or of any contract, exp 
or implied, for the use thereof and all services in conne: 
with the receipt, delivery, elevation and transfer, in tra 
ventilation, refrigerating or icing, storage and handling of p 
erty transported; and it shall be the duty of every carrie: 
ject to the provisions of this act to provide and furnish 
transportation upon reasonable request therefor and to « 
lish through rates and just and reasonable rates appl 
thereto.”’ 


By the same act, section 6, which provides for 
filing and publishing of rates and schedules, that portion 
of the paragraph affecting this question was made to 
read as follows: 


“The schedules printed as aforesaid by any such con 
carrier shall plainly state the places between which pro} 
and passengers will be carried, and shall contain the « 
fication of freight in force and shall also state separate 
terminal charges, storage charges, icing charges and all 
charges which the Commission may require, all privileg: 
facilities granted or allowed and any rules or regulations \ 
in any wise change, affect or determine any part of the a: 
gate of such aforesaid rates, fares and charges or the 
of the service rendered to the passenger, shipper or consig 

A statute passed by the legislature of the state of 
Minnesota, and known as the Minnesota Reciprocal |e 
murrage Law, became effective on July 1, 1907; Laws 
of Minnesota, 1907, chapter 23. The law made it é 
duty of a railroad company subject to its provisions 0D 
demand by a shipper to furnish cars for transportation 
of freight at terminal points on its line or road in ‘le 
state of Minnesota within 48 hours and at intermed (te 
points within 72 hours after such demand, Sundays d 
legal holidays excepted. For each day’s delay in I 
nishing cars when so demanded, except when preve! 


by strikes, public calamities, accident, or any cause 
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hin the power of the railroad to prevent, the default- 
company was made liable to pay to the shipper $1 
car, together with the damages sustained, and a rea- 
ible attorney’s fee. The Hartwick Farmers’ Elevator 
( alleging that there had been delay in the delivery 
it of 14 freight pursuant to eight applications 
ie for the cars between Sept. 19, 1907, and Oct. 22, 
commenced an action in the District Court of Min- 
recover from the railroad company penalties 
aggregating $218, and an attorney fee of $50, together 
‘ the costs and disbursements of the action. The 
railroad company defended on the ground that the cars 
were demanded for the purposes of interstate traffic and 
the delays were occasioned solely by an unusual and 
unprecedented congestion of traffic and consequent scarcity 
of cars. It also claimed that the statute in question 
interstate commerce, and so applied to the 
requisitions for cars referred to in the complaint. The 
plaintiff recovered in the Minnesota courts, and the case 
W taken to the Supreme Court of the United States, 
and is reported in the advance sheets, issue of Feb. 15, 
1913, at page 174. The court, after quoting that portion 
of the Interstate Commerce Act which defines the term 
transportation,” and that portion of the act which makes 
carrier liable in damages for violation of any provi- 
sion of the act, decides as follows: 


cars 


nesota to 


embraced 


\s legislation concerning the delivery of cars for the car- 
of interstate traffic was clearly a matter of Interstate 
regulation, even if such subject was embraced 
N n that class of powers concerning which the state had a 
g to exert its authority in the absence of legislation by 
Congress, it must follow in consequence of the action of Con- 
gress to which we have referred that the power of the state 

the subject-matter ceased to exist from the moment that 
Congress exerted its paramount and all-embracing authority 
the subject.’ 


e merce 


This, so far as I am informed, is the last expression 
from the Supreme Court of the United States which 
throw light on the solution of the present 
controversy. It is contended, however, by the defendant 
that the case is not applicable, or decisive, of the ques- 
tions here presented, because the delivery of the car is 
the thing that is 


would any 


enforced by this decision, and is a 
subject-matter that is covered directly by the act in 
question. 


The car, after all, is nothing more than an instru- 
mentality, because the constitution which gives Congress 
exclusive power over commerce among the states must 
have had in mind not only the instrumentalities of the 
traffic, but the goods to be delivered. When Congress 
in 1906 declared that cars and other vehicles and other 


1 


instrumentalities and facilities of shipment became sub- 


ject to its jurisdiction and subsequently that each carrier 


Should file not only his rates and schedules, but sep 
arately all terminal charges, storage charges, icing charges 
and other charges, privileges or facilities granted, it 
took into consideration the possibilities of discrimination 
through privileges and facilites granted in the loading and 
unloading of cars and subjected this phase of transporta- 
tion to its jurisdiction. 

A case which casts some doubt upon this conclusion 
is Missouri Pacific Railway Co. vs. Larabee Flour Mills 
Co. 211 U. S., 53, L. Ed. 352. It is not referred to in 
the Hartwick Farmers’ Elevator Co. case, nor are there 
at hand the briefs of counsel to ascertain whether its 
apparent ruling was submitted to the court as a precedent 
f0verning the Minnesota situation. Mr. Justice Brewer, 
who delivered the opinion for the court, said some things 
Which seem to me to make it applicable to a case which 


Presents a question of the right of the state to act on a 
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matter of interstate commerce. 
opinion Mr. Justice Brewer said: 


At the outset of his 


“This case does not rest upon any distinction between 
interstate commerce and that wholly within the state.’’ 


And at the conclusion of his opinion is found this: 


“This common law duty (to make no discrimination among 
shippers), the state in a case like the present may, at least 
in the absence of Congressional action, compel a carrier to 
discharge.”’ 


Mr. Justice Brewer added this language: 


“TI concur in the judgment on the ground that the car had 
not yet been appropriated to interstate commerce.” 


Mr. Justice Moody dissented, and in his dissenting 
opinion occurs this language: 

“In the case at bar, upon the facts as they are assumed to 
exist, it seems to me that the judgment of the court below 
directly regulated interstate commerce. If this is so, it is un- 
important that Congress has been silent. A power clearly with- 


drawn from the state and vested in the nation can no longer 
be exercised by the states, even though Congress is silent.’’ 


Again: 

“T am not ready to assent to the proposition that although 
the Congress has vested in the Interstate Commerce Commis- 
sion authority to deal with the situation presented to us, that 
fact is immaterial, because the Commission has taken no 
action. If the Commission has authority to deal with a ques- 
tion of this kind, those who have grievances ought to resort 
to that body for relief.’’ 

It would appear from the context of both these de- 
cisions that the reasoning and judgment of this dissenting 
opinion has considerable force in making the court reach 
the conclusion that it did in the Minnesota case. The 
question in the Minnesota case was clearly a delivery of 
cars on demand made by shipper, and the opinion at least 
does not disclose the intended use of the cars. The ques- 
tion in the Larabee case was clearly a delivery of cars 
on demand made by shipper, two-fifths of which were to 
engage in state traffic and three-fifths in interstate traffic, 
and the court then found that the language of the Inter- 
state Commerce Commission act did not amount to legis- 
lation by Congress over this subject, while in Minnesota 
case it concluded that the same language was a positive 
and exclusive legislation by the federal law-making body. 

It was the original design of the Interstate Commerce 
Commission act that certain general rules would be laid 
down covering the subject-matter and that thereafter 
those who were aggrieved by a failure upon the part of 
the carrier were to apply to that tribunal for the ad- 
justment of their grievances. When Congress placed the 
instrumentalities and the cars and the terminal charges 
and the storage charges into the hands of the Interstate 
Commerce Commission, those who, as to interstate traffic, 
desired to complain must apply to that tribunal for an 
adjustment of their grievances. The Michigan law, in 
so far as it attempts to give jurisdiction to a different 
tribunal, has invaded the domain of Congress, and its 
enactment is of no force. 


2. Is a car while being loaded for a foreign shipment, 
or while being unloaded from a foreign shipment, en- 
gaged in interstate commerce? I think this question, 
the car being an instrumentality of commerce, has been 
answered in the affirmative by the Hartwick Farmers’ 
Elevator Co. case above referred to. 

3. Are there any cars in Michigan devoted solely to 
state traffic? This presents a question of fact. I cannot 
say whether testimony was taken directly upon this prop- 
osition. It would appear that none was. From the printed 
brief of defendant, on page 21, I take the following, which 
appears to be a concession upon this fact: 


‘When we come to the car, however, we find a different 
rule suggested. An empty railroad car upon a siding of the 







Michigan Central R. R. in Michigan may be a car owned by 
the Michigan Central or by the Northern Pacific. If owned 
by the Northern Pacific it may be held by the Michigan Cen- 
tral under an agreement acquiesced in, though not always ob- 
served by all railroads, that it shall be used to carry freight 
in the direction of its home road. In other words, it should 
be given to a shipper who asks for a car to carry freight west- 
ward. The car is, however, whether actually belonging or not 
to the Michigan Central for the purposes of demurrage, the 
ear of that road. The Michigan road is expected to pay a 
per diem rental for it if it belongs to another road, and this 
rental is based upon a computation, or what is a fair rent for 
the use of the car. It should at all times, while not in actual 
service carrying freight to another state, be regarded as a 
Michigan car.”’ 

It must be clear that while engaged in interstate 
traffic it is an instrumentality of interstate commerce, 
and while not so engaged, or while engaged in state 
traffic, it is subject to the local jurisdiction. It would 
appear, however, from the context that the question 
should be answered in the negative, but whether answered 
in the negative or the affirmative, a car that is under 
the control of a Michigan corporation and engaged solely 
in state traffic, while so engaged cannot but be subjected 
to state regulation, unless that regulation naturally and 
probably and as a consequence would have the effect of 
becoming a burden upon interstate commerce; which is 
the last question presented for solution. 

Is it possible to have two sets of rules in existence, 
one affecting state traffic and the other affecting inter- 
state traffic, without one becoming a burden to the other 
in such a way that it might be said to be an interference 
with the other? 

The question of demurrage is entirely a _ practical 
question, and the results depend upon facts. It goes 
directly to the question of rates. A shipper who has 
three days’ free storage, as against one who has but two, 
has an advantage over the man with the less number, 
and whether that advantage comes by way of a lesser 
rate, or some other privilege, it is, nevertheless, an ad- 
vantage and ultimately works a discrimination. Any at- 
tempt to discriminate in favor of any shipper would be 
prohibited by the common law, and any attempt by an 
individual state to enforce rates in favor of its own locali- 
ties, as against the localities of neighboring states, would 
amount to an interference with interstate commerce. [| 
cannot view the question of demurrage in any other 
light than as part of the rate made for the shipment of 
a commodity. In Shepard vs, Northern Pacific Railroad 
Co., 184 Federal, Mr. Justice Sanborn, after pointing out 
the distinction which the Minnesota law made in the 
difference of rates between St. Paul and Duluth, and 
those which existed, according to the interstate code, be- 
tween West Superior and St. Paul, uses this language, at 
page 794: 

“These acts and orders reduce the fares to and from the 
Minnesota towns of those pairs from and to other Minnesota 
points thirty-three and one-half per cent and the freight rates 
from seven per cent to twenty-five per cent, while the former 
interstate fares and rates from and to the other towns and 
pairs remain in effect as to commodity rates under the pro- 
tection of the injunction of this court, and? would have con- 
tinued in effect in the matter of merchandise rates and the 
passenger fares, had not the prohibition of discriminations be- 
tween localities by the interstate law and the laws of trade 
which have been considered, compelled the companies to re- 
duce their interstate rates to a parity with the local rates pre- 
scribed. The discrimination thus wrought by these acts and 
orders between the towns mentioned on the said lines is but 
illustrative of the undue preference and advantage the local 
reduction gave to Minnesota cities and towns and the unrea- 
sonable prejudice and disadvantage to which they subjected 


the towns and cities of other states similarly situated in their 
vicinity.”’ 


A practical working of the demurrage rules proposed 
by the Michigan Railroad Commission would undoubtedly 
have a similar effect as between Michigan cities and 
cities in neighboring states. A privilege would be ex- 
tended to them which would be denied their neighbors. 


VV OC) Py 


While it might not have been the purpose or intent of 
the Michigan legislation to bring about this result, the 
effect would, nevertheless, be there. 

This view that a demurrage rule or demurrage charge 
is a charge for the transportation of property, or a rate, 
is, I believe, settled for this jurisdiction by the decision 
in Ann Arbor Railway Co. vs. Michigan Railroad Com- 
mission, supra, for this reason: 

The constitution of Michigan, Section 7, Article XII, 
empowers the legislature to delegate “such power to fix 
reasonable maximum rates or charges for the transporta- 
tion of-freight- by railroad companies * * * to a com- 
mission.” The court in this decision was without the 
aid of the Minnesota opinion, but in so far as it came 
to a conclusion it decided that the Michigan Railroad 
Commission could fix the demurrage rate for state traffic, 
and, considering the language of the constitution, it must 
have in like manner concluded that a demurrage rate 
or charge was a part of a rate for the transportation 
of property. 

The actual work of transportation is a matter of gen- 
eral knowledge and, considering the apparent concession 
respecting the use of cars quoted from defendant’s brief, 
it must be apparent that a car which today is engaged 
in state traffic may on to-morrow cross beyond the border 
line. If Michigan, Ohio, and all other states may at 
their pleasure fix rates which specify the length of time 
a car may be held for shipment or unloading, every day 
the car is held in one of these states, to that extent pre- 
vents its possible engagement in interstate traffic and 
works a shortage of cars for the general purpose of 
nation-wide business. The situation is one perhaps pe- 
culiar to our country, but as long as business is con- 
ducted on the present established lines, and these in- 
strumentalities are used alike in California and Michigan, 
Michigan cannot be given the right to conduct itself with 
these necessary means of traffic that it may hamper the 
business of other states. 

I am of the opinion that the prayer of the com- 
plainants should be granted. 

Orla B. Taylor and Charles F. Delbridge were so- 
licitors for the carrier complainants and Grant .Fellows 
and Hal H. Smith solicitors for defendant, the Michigan 
Railroad Commission. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAL 
Colorado Building, Washington, D. C. 
By an order entered September 23 in I. & S. Docket 
No. 279, the Commission further suspended from October 
29 until April 29 the operation of certain schedules in 
the following tariffs, by which it was proposed to effect 
advances amounting to from 1 to 3 cents per 100 pounds 
in commodity rates applicable to the transportation of 
kainit, hartsalz, muriate of potash, sulphate of potash, 
manure salts, double manure salts and sylvanite, C. L. 
from Baltimore, Md., and other eastern points to Cincil- 
nati, O., and other points in Central Freight Association 
territory: 
The Baltimore & Ohio Railroad Co.: 
Supplement No. 5 to I. C. C. No. 11364. 
Supplement No. 6 to I. C. C. No. 11364. 
The Central Railroad Co. of New Jersey: 
Supplement No. 1 to I. C. C. No. S-5027. 
The Delaware & Hudson Co.: 
I. C, C. No. 11327. 
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The Delaware, Lackawanna & Western Railroad Co.: 
Supplement No. 6 to D., L. & W. R. R. I. C. C. No. 

4110. 

Erie Railroad Co.: 

Supplement No, 9 to I. C. C. No. 10140. 

Supplement No. 38 to I. C. C. No. 10326. 

Lehigh Valley Railroad Co.: 

Supplement No. 14 to Tariff I. C. C. No. B-8700. 

Supplement No, 15 to Tariff I. C. C. No. B-8700. 

Supplement No. 5 to Tariff I. C. C. No. B-9106. 

New York Central & Hudson River Railroad Co.: 

Supplement No. 17 to I. C. C. No. B-16426. 

Supplement No, 4 to I. C. C. No. B-18428. 

New York, Ontario & Western Railway Co.: 

Supplement No. 2 to I. C. C. No. 5208. 

Pennsylvania Railroad Co.; Northern Central Railway 
Co.; Philadelphia, Baltimore & Washington Railroad Co.; 
West Jersey & Seashore Railroad Co.: 

Supplement No. 12 to G. O. I. C. C. No. 4,000. 

Supplement No. 12 to G. O. I. C. C. No. 4001. 

Supplement No. 7 to Pennsylvania Railroad G. O. 

% C. No, 4161. 

Supplement No. 6 to G. O. I. C. C. 
I. C. C. No. 4357. 

Philadelphia & Reading Railway Co.; 
Railroad; The Gettysburg & Harrisburg 
liams Valley Railroad: 

Supplement No. 9 to P. & R. Ry. Order I. C. C. J- 

Philadelphia & Reading Railway Co.: 

Supplement No. 6 to P. & R. Ry. Order I. C. C. J- 

The operation of these schedules was originally sus- 
pended from July 1 until October 29, 1913, by an order 
entered in the same docket. 


No. 4200; G. O. 


Atlantic 
Railway; 


City 
Wil- 


3608. 


3667. 


By an order entered September 29 in I. & S. Docket 


No. 317 the Commission suspended from November 2 until 
January 30 the operation of certain schedules in supple- 
ment No. 28 to Agent F. A. Leland’s tariff I. C. C. No. 
930, by which it was proposed to advance rates applicable 
to the transportation of cottonseed hulls, C. L., from 
Beaumont, East Beaumont_and Houston, Tex., to New 
Orleans and other points in Louisiana located on the 
New Orleans, Texas & Mexico Railroad. 

The operation of similar proposed advances in rates 
on this traffic was previously suspended by an order 
entered in the same docket. 


By an order entered October 18 in I. & S. Docket 
No. 326, the Commission suspended from October 21 until 
February 18 the operation of item No. 2118a of Agent 
F. A. Leland’s supplement No. 10 to I. C. C. No. 978 and 
Agent Eugene Morris’ supplement No, 10 to I. C. C. No. 391. 

It was proposed by the suspended item to increase 
by 1% cents to 4 1-6 cents per 100 pounds rates for the 
transportation of salt in packages and in bulk, C. L., 
from points east of the Mississippi River to points in 
Louisiana. For example, the present rate on salt, in 
packages, from Cleveland, O., to Alexandria, La., is 30 1-3 
cents per 100 pounds, the proposed rate is 33% cents, 
an increase of 3 1-6 cents; the present rate on bulk 
Salt between same points is 30 cents per 100 pounds, 
the proposed rate is 31% cents, an increase of 1% cents. 
increases result from an attempt to advance the 
differentials to East St. Louis. 


ry 
ine 


By an order entered September 23 in I. & S, Docket 
278 the Commission further suspended from October 
-) until April 29, 1914, the operation of certain schedules 


x. 
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in the following tariffs which increase rates for the trans- 
portation of flaxseed originating beyond Minneapolis, 
Minn., and points taking Minneapolis rates to Fredonia, 
Kan., Kansas City, Mo., and other Missouri River points. 
The Atchison, Topeka & Santa Fe Railway: 
Supplement No. 3 to I. CG. C. No. 6421. 
Chicago, Burlington & Quincy Railroad Co.: 
Supplement No, 36 to C., B. & Q. I. C. C. No. 9741. 
Chicago Great Western Railroad Co.: 
C. G. W. I. C. C. No. 4900. 
C. G. W. I. C. C. No. 4901. 
Chicago, Milwaukee & St. Paul Railway: 
C., M. & St. P. I. C, C. No. B-2689. 
Chicago, Reck Island & Pacific Railway: 
Supplement No. 77 to I. C. C. No. C-7692. 
Supplement No. 6 to I. C. C. No. C-9363. 
Supplement No. 5 to I. C, C. No. C-9367. 
Supplement No. 7 to I. C. C. No. C-9446; 
C-9505. 
The Minneapolis & St. Louis Railroad Co.: 
Supplement No. 14 to M. & St. L. I. C. C. No. 2048, 
Supplement No. 1 to I. C. C. No. A-434. 
Supplement No. 3 to I. C. C. No. B-48, 
Supplement No. 2 to I. C. C. No. B-80; I. 
B-96. 
The Missouri Pacific Railway Co.; St. 
Mountain & Southern Railway Co.: 
Supplement No. 1 to I, C. C. No. A-2311. 
Supplement No. 2 to I. C. C. No. A-2311, 
St. Louis & San Francisco Railroad, Thomas H. West, 
’. C. Nixon and W. B. Biddle, receivers: 
Supplement No, 19 to I. C. C. No. 6255. 
The operation of these schedules was originally sus- 
pended from July 1 and various later dates until October 
29 by an order previously entered in the same docket. 


C. C. No. 


Louis, Iron 


By an order entered September 23 in I. & S. Docket 
No. 276 the Commission further suspended from October 
29 until April 29 the operation of certain schedules in 
supplements Nos. 2 and 4 to Agent W. H. Hosmer’s tariff 
I. C. C. No. A396, by which it was proposed to cancel 
the application of third class rating on stave, splint and 
stave rattan baskets, C. L., from points east of the Mis- 
souri River to certain points west thereof, and apply in 
lieu thereof second class rating. 

The operation of the schedules involved was previ- 
ously suspended from July 1 until October 29 by an order 
entered in the same docket. 


October 17, in I. & S. Docket No. 280, the Commis- 
sion further suspended from November 8 until May 8 
schedules in supplement No. 5 to Chicago & TEastern 
Illinois I. C. C. No. 2688, by which it was proposed to 
advance rates on coal from mines in Indiana and Illinois 
to points in Iowa located on the Interurban Railway and 
the Mason City & Clear Lake. 

The operation of these schedules was originally sus- 
pended from July 11 until November 8. 


October 17, in I. & S. Docket No. 281, the Commis- 
sion further suspended from November 12 until May 12 
schedules in the following tariffs: 

Illinois Central Railroad Co. (Southern Lines) ; 
Yazoo & Mississippi Valley Railroad Company: 

Fourth revised page 141 and first revised page 141-A 
of I. C. C. No. 4519. 

Louisiana Railway & Navigation Co.: 

I. C. C, No. A-573. 


the 
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Louisville & Nashville Railroad Co.: 

Second revised page 73 of I. ©. C. No. A-12342. 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co.; Louisiana Western Railroad Co.; Iberia & Vermilion 
Railroad Co.; Lake Charles & Northern Railroad Co.: 
I. C. C, No. 2762-B. 

New Orleans & Northeastern Railroad Co.; Alabama 
& Vicksburg Railway; Vicksburg, Shreveport & Pacific 
Railway: 

Supplement No. 1 to I. C. C. No. 2728. 

New Orleans, Great Northern Railroad Co. I. C. C. 
No. 276. 

New Orleans, Texas & Mexico Railroad Co.; Louisiana 
Southern Railway Co. (N, O. T. & M. R. R. Co., lessee): 

Supplement No. 2 to I. C. C. No. A-92. 

The Texas & Pacific Railway Co.; Denison & Pacific 
Suburban Railway Co., I C. C. No. 2057. 

The schedules, originally suspended from July 15 
and various later dates to November 12, provide for 
reduction in the free storage time allowance and increase 
in storage charges on grain, hay, rough rice and other 
commodities at New Orleans, Algiers, Gretna and Harvey, 
La. 





October 17, in I. & S. Docket No. 282, the Commis- 
sion further suspended from November 14 until May 14 
Leland’s I. C. C. No. 988 and schedules in the following 
tariffs: 

Chicago & Eastern Illinois Railroad Co., William J. 
Jackson and Edwin W. Winter, receivers: 

Supplement No. 25 to I. C. C. No. 2596. 

Chicago, Rock Island & Pacific Railway; St. Paul & 
Kansas City Short Line Railroad: 

Supplement No. 22 to I. C. C. No. C-9235. 

Sunset-Central Route; the Galveston, Harrisburg & 
San Antonio Railway; Texas & New Orleans Railroad; 
Houston & Texas Central Railroad; Houston East & West 
Texas Railway; Houston & Shreveport Railroad: 

Supplement No. 33 to the G., H. & S. A. Ry. I. C. C. 
No. 708. 

Supplement No. 22 to T. & N. O. R. R. I. C. C. No. 23. 

The Missouri Pacific Railway Co.; St. Louis, Iron 
Mountain & Southern Railway Co.: 

Supplement No. 1 to I. C. C. No. A-1743. 

St. Louis & San Francisco Railroad, Thomas H. West 
and B. L. Winchell, receivers: 

Supplement No. 19 to I. C. C. No. 6305. 

Supplement No. 17 to I. C. C. No, 6418. 

Supplement No. 22 to I. C. C. No. 6427. 

The tariff and schedules, originally suspended from 
July 17 until November 14, contain advances in rates on 
lumber of all kinds and articles taking lumber rates or 
arbitraries higher from points in Arkansas, Louisiana, 
Missouri, Oklahoma and Texas to points in Iowa, Wis- 
consin and other states. 


October 17, in I. & S. Docket No. 284, the Commis- 
sion further suspended from November 18 until May 18 
supplement No. 6 to the Baltimore & Ohio Chicago Ter- 
minal I. C. C. No. 28, by which it was proposed to advance 
rates on crushed stone from McCook and Thornton, IIL, 
to various points in the states of Indiana and Michigan. 

This supplement was originally suspended from July 
21 until November 18. 





October 17, in I. & S. Docket No. 283, the Commis- 
sion further suspended from November 17 until May 17 
schedules in supplements 13 to Morris’ I. C. C. No. 292 
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and Fulton’s I. C. C. No. A-76, by which it was proposed 
to increase rates on lumber and articles taking lumber 
rates from stations located on the St. Louis, Iron Mou 
tain & Southern, Warnock to Cairo, Ill., inclusive, and 
from Thebes, Ill., via the St. Louis Southwestern to st 
tions on the Atchison, Topeka & Santa Fe, Chicago, 
Fort Madison, Ia., inclusive. 

The schedules were originally suspended from Ju 
20 until November 17. 





October 23, in I. & S. No. 327, the Commission sus 
pended from October 25 until February 21 Item No. 1 
of Supplements Nos. 38 and 39 to Illinois Central I. C. | 
No. 4285. 

It was proposed to increase by 3 cents per 14) 
pounds rates on cottonseed, C. L., to Memphis, from 
points located on the Illinois Central, Magnolia, Miss., to 
Pearl, Miss., inclusive. The present rate from thes: 
points to Memphis is 12 cents per 100 pounds. 





October 17, in I. & S. No. 236, the Commission fu 
ther suspended from November 15 until May 15 schedules 
in Supplements Nos. 5 and 7 to Leland’s I. C. C. No 
969 and Morris’ I. C. C. No. 386, by which it was pro 
posed to advance rates on fresh meats, C. L., from St 
Louis, Omaha and other points to points in Oklahoma. 

These schedules were originally suspended from July 
19 until November 15. 

October 17, in I. & S. No. 285, the Commission fur 
ther suspended from November 20 until May 20 Item 
No. 53-D of Supplements Nos. 12 and 13 to Gomph’s I. C. 
C. No. 119, by which it was proposed to increase rates 
on fresh fruits and vegetables, C. L. and L. C. L., between 
points in California, Nevada and other western states. 

This item was originally suspended from July 23 
until November 20. 

October 25, in I. & S. No. 316, the Commission fu 
ther suspended from October 31 until January 25 Suppl: 
ment No. 2 to Carolina, Clinchfield & Ohio I. C. C 
No. 352. 





By an order entered October 17, in I. & S. Docket 
No. 291, the Commission further suspended from Novem- 
ber 29 until May 29, 1914, the operation of certain sched 
ules in Chicago, St. Paul, Minneapolis & Omaha Railwa) 
Supplement No. 35 to I. C. C. No. 3422, by which it was 
proposed to cancel commodity rates applicable to the 
transportation of emigrant movables between Chicago, St. 
Paul, St. Louis, Kansas City and other points and sia- 
tions on the South Dakota Central Railroad, leaving in 
effect class rates, which would have resulted in material 
advances. 

The operation of the schedules involved was orig: 
inally suspended from August 1 until Nov. 29, 1913, by an 
order previously entered in the same docket. 





By an order entered October 17, in I. & §. Docket 
No. 290, the Commission further suspended from Nov. 2, 
1913, until May 29, 1914, the operation of Item No. 1740-4 
of Supplement No. 8 to Agent W. H. Hosmer’s tal 
I. C. C. No. A-352, which contains advanced rates app 
able to the transportation of packing-house produ: 
C. L., from Marshalltown, Cedar Rapids and Des Moin 
Ia., to Chippewa Falls, Wis., Eau Claire, Wis., St. Pa 
Minn., and other points. 

The operation of this item was originally suspend: d 


from August 1 until Nov. 29, 1913, by an order previous y 


entered in the same docket. 
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By an order entered October 27, in I. & S. Docket 
No. 314, the Commission suspended from November 1 
ntil Jan. 28, 1914, the operation of Supplement No. 1 
o Minneapolis, St. Paul & Sault Ste. Marie Railway tar- 

lL C. GC. No. 3291; Supplement No. 1 to Northern 
cific Railway Co. tariff, I. C. C. No. 5280, and certain 
hedules in Supplement No. 17 to Great Northern Rail- 
ay Co. tariff, I. C. C. No. A-3524. 

Under present tariff provisions, shipments of butter, 
segs, cheese and dressed poultry may be forwarded from 
cal stations on the lines of the above-named carriers 
io St. Paul, Minn., and certain other points for concen- 
tration and storage at the local rates into the concentra- 
tion point. The local rates up to 40 cents per 100 pounds 
re refunded to shippers on such traffic when reshipped 
from concentration points to final destinations in Oregon, 
Washington and other western states. It is proposed by 
the suspended schedules to cancel such privileges. 


By an order entered October 24, in I. & §S. Docket 


No. 329, the Commission suspended from Nov. 8, 1913, 
until March 7, 1914, the operation of Item No. 2, page 
} Agent M. P. Washburn’s Supplement No. 3 to I. C. C. 
No. 114. 

It was proposed by the suspended item to establish 
a carload rate of 15 cents per 100 pounds for the trans- 
portation in tank cars of low-grade blackstrap molasses 
from Moblie, Ala., to St. Louis, Mo., and East St. Louis, 
lll., when imported from Cuba, unloaded into storage 
tanks at Mobile and reshipped from storage tanks via 
Mobile & Ohio Railroad. The present rate on this coni- 
modity from Mobile to the same points of destination is 
21 cents per 100 pounds. 

It is alleged in complaints filed with the Commission 
that the proposed rate is discriminatory, in that it would 
favor a particular shipper. 

October 17, in I. & S. No. 238, 
ther suspended from November 22 until May. 22 Item No. 
§60-A of McCain’s Supplement No. 5 to I. C. C. No. 6, 
Morris’ Supplement No. 5 to I.C.C. No. 344, and Countiss’ 
Supplement No. 5 to I. C. C. No. 952, by which it was 
proposed to increase rates on flour, C. L., from points in 
Kansas and other western states to California terminals. 

This item was originally suspended from July 25 until 
November 22. 


the Commission fur- 


October 23, in I. & S. No. 328, the Commission sus- 
pended from November 1 until March 1 schedules in 
Western Classification No. 52, Fyfe’s I. C. C. No. 10, by 
which it was proposed to change the rating on stick lico- 
rice and licorice confections, as follows: 

Present rating: 

Stick licorice and licorice confections, invoice value 
not exceeding 10 cents per pound, and so stated on ship- 
ping ticket or bill of lading, in barrels, boxes or pails, 
L. C. L., third class. 

Invoice value exceeding 10 cents per pound, or value 
not stated, in barrels, boxes or pails, L. C. L., second 
Class, 

-roposed rating: 
Licorice stick and licorice confections, 
xes or pails, L. C. L., second class. 


in barrels, 





October 17, in I. & S. No. 242, the Commission fur- 
ther suspended from November 27 until May 27 schedules 
in Supplement No. 14 to Chicago, Burlington & Quincy 
| C. C. No. 10688, and Supplement No. 12 to Grand Trunk 

ilway System (Lines West of Detroit and St. Claiz 
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Rivers) tariff, I. C. C. No. A-1459, by which it was pro- 
posed to increase switching charges on coal and coke 
over the Chicago & Northwestern Railway from junc- 
tions with connecting carriers first above named to 
Ravenswood, a station within the switching limits of 
Chicago. 

These schedules were originally 
July 30 until November 27. 


suspended from 


October 17, in I. & S. No. 289, the Commission fur- 
ther suspended from November 29 until May 29 Northern 
Pacific Supplement No. 21 to I. C. C. No. 4892, and Sup- 
plement No. 5 to I. C. C. No. 5222, by which it was pro- 
posed to advance rates on cement from Trident and Gar- 
diner, Mont., to Spokane, Seattle, Wash., Portland, Ore., 
and other points. 

These supplements were originally suspended from 
August 1 until November 29. 


EXPRESS COMPANIES WILL NOT FIGHT 


THE TRAFFIC SERVICE NEWS BUREAD, 
Colorado Building, Washington, D. C. 


The announcement by the express companies that 
they would not undertake to apply a judicial test to the 
orders of the Commission establishing the block system 
of stating express rates and at the same time reducing 
them, was expected. Throughout the hearings and argu- 
ments on the subject every objection voiced by Walker 
D. Hines or those associated with him or taking concur- 
rent action was met with the suggestion that the express 
companies ought to be willing to try the new method of 
stating rates. 








The fact that the system of stating rates that is to 
be tried was suggested and put into partial operation 
by a practical express man, a fact brought out through 
the erroneous ascribing of credit to an employe of the 
Post Office Department, was not generally stated during 
the hearings, but developed afterward. The Commission, 
in a memorandum for the press, said: 


“The Interstate Commerce Commission was this morn- 
ing advised by Mr. Walker D. Hines, as counsel for the 
five principal express companies (Adams, American, South- 
ern, United States and Wells Fargo), as follows: 


“*The express companies have given the fullest con- 
sideration to the system of express rates framed and 
issued by the Interstate Commerce Commission, and, al- 
though they have grave apprehension as to the outcome, 
they have concluded to put that system in force, hoping 
to receive the co-operation of the Interstate Commerce 
Commission, the state commissions and the public.’ 

“The Commission has also received notice from the 
Northern and Great Northern Express companies that they 
are in hearty accord with the above announcement. 


“This decision of the express companies means that 
the block system of rates and the reasonable rules and 
practices determined by the Interstate Commerce Com- 
mission will be put into effect at the earliest possible 
time. 

“This decision of the express companies means that 
all the far-reaching reforms in the express business de- 
termined by the Commission to be necessary will be in- 
stituted throughout the country. It is the belief of the 
Commission that this inaugurates a new era in this branch 
of transportation which will be of inestimable benefit to 
shippers and to the carriers also.” 
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COAL RATES FROM ILLINOIS MINES 


Hearing in Chicago of Petition to Break Spring- 
field Group Rates to Chicago, lowa 
and Other Points 





Docket No. 5346, Auburn & Alton Coal Co, et al. vs. 
Atchison, Topeka & Santa Fe et al., involving, because 
of the numerous interventions, rates on coal from prac- 
tically every mining section of Illinois, was begun in 
Chicago before Commissioner Harlan on October 27. 
The interest in the matter is fairly represented by the 
list of appearances entered, which is as follows: 

Charles A. Schmettau, Toledo, St. Louis & Western. 

R. V. Fletcher, C. C. Cameron, E, A. Smith, Illinois 
Central. | 

Colin C. H. Fyffe, East St. Louis Commercial Club and 
East Side Manufacturers’ Association. 

C. D. Drayton and R. Walton Moore, Southern Railway. 

W. A. Northeutt, J. M. Dewberry and E. D. Mobr, 
Lehigh and New England. 

O. W. Dynes, Chicago, Milwaukee & St. Paul. 

Garrard Winston, C. A. King, C. & A. 

William W. Collin, Jr., New York Central Lines. 

R. W. Ropiequet, Nokomis Coal Co., Belleville, Ill. 

James A. Fenelon, W. J. Spencer and J. W. Gilchrist, 
Warsaw Coal Co., Monmouth Coal Co., Simmons Coal Co., 
Canton Coal Co., Crescent Coal Co., Alden Coal Co., 
Silver Creek Colliery Co., National Coal Mining Co., 
Brewster & Evans Co., Star Coal Co., Clark Coal & Coke 
Co., Logan Coal Co., Eagle Mining Co., Western Coal 
Sales Co. 

Glen W. Traer, E. H. Adams and James B, Westcott, 
Shoal Creek Coal Co. 

H. G. Herbel and C. C. P. Rausch, Missouri Pacific 
& St. Louis, Iron Mountain & Southern railway. 

N. S. Brown and T. R. Farrell, Wabash Railroad; 
Frank Crozier, complainant. 

W. H. Bremner, S. G. Lutz, F. B. Townsend, Minne- 
apolis & St. Louis. 

R. B. Scott, W. A. Halley, C., B & Q. 

Cc. C. Wright, R. H. Widdicombe, F. P. Eyman and 
A. F. Cleveland, C. & N. W. 

William A. Glasgow, Spring Valley Coal Co. 

E. H. Seneff, T. O. Jennings and G. H. Kummer, Chi- 
cago & Eastern Illinois. 

C. R. Hillyer and F. H. Harwood (Cassoday, Butler, 
Lamb & Foster), for Williamson, Franklin & Saline coun- 
ties producers. 

John S. Burchmore, Centralia Coal Co., Chicago-San- 
doval Coal Co., Odin Coal Co. and Marion County Coal Co. 

Ralph Crews, Big Four, Wilmington Coal Co., Wil- 
mington Star Mining Co., Chicago, Wilmington & Ver- 
million Coal Co. 

M. F. Gallagher, Big Creek Colliery Co., Saline County, 
Wasson Coal Co., Eldorado Coal Co. 

Much of the testimony for petitioners was presented 
in the form of maps and blue-prints filled with statistics, 
the latter embodying one series of large sheets numbered 
from 1 to 116 and another numbered from 200 to 347, 
offered by George W. Reed of the Lincoln-Springfield Coal 
Co., to whom had been assigned the task of getting to- 
gether the data. Obviously, it is impossible for THE 
TRAFFIC WoRLD to reproduce this matter, but a lengthy 
statement of the issues involved and the various changes 
in rates made by the carriers was used as the basis of 











Vol. XII, No. 18 






the testimony of E. T. Bent of the Illinois Coal Operators’ 
Association, covering the case particularly with reference 
to the operators in the so-called “third-vein” field. The 
substance of this statement follows: 


The Third Vein. Field. 


The Third Vein field was the first one to be developed 
in the state, and for many years it and the rest of the 
Northern field did nearly all of the interstate business to 
the Northwest on Illinois coal. The field is located in the 
western portion. of La Salle County, the western portion 
of Marshall County, the northern portion of Woodford 
County, all of Putnam County, and the eastern portion 
of Bureau County, roughly bounded by the Illinois Central 
on the east, the Santa Fe on the south, the Peoria branch 
of the C., R. I. & P. and the Rochelle branch of the C., M. 
& St. P? on the west, and the C., B. & Q. on the north at a 
minimum distance of 99 miles from Chicago, 75 miles from 
Davenport and 62 miles from Clinton. It is a rich agri- 
cultural and mineral section of large population and large 
industrial development. It is served by the Illinois Cen- 
tral, Chicago & North-Western, Chicago, Milwaukee & St. 
Paul, Chicago, Burlington & Quincy, Atchison, Topeka & 
Santa Fe, Chicago & Alton, New York Central Lines and 
the Chicago, Rock Island & Pacific. It lies at the extreme 
northwestern edge of the coal fields of Illinois nearest to 
the great northwestern market and a number of the prin- 
cipal carriers named traverse the field in the movement 
of freight between Chicago and the Northwest. Its natu- 
ral markets, and the only markets it has ever enjoyed, are 
Northern Illinois, Wisconsin, Iowa and state beyond to 
the west and northwest. On account of the greater cost 
of production, its coal cannot move either to the east or 
south, toward other mining districts. The coal seam is 
the No. 2 which uniformly underlies a very large acreage. 
Only a small part thereof has been worked out. The com- 
panies intervening represent about 95 per cent of the 
commercial output, and the companies whose commercial 
tonnages have been ascertained and tabulated, about 75 
per cent thereof. Our companies own about 120,000 acres 
of unworked coal and represent an investment of $10,000, 
000. The population of the towns where our mines are 
located aggregate over 60,000. We have 6,289 employes 
Hundreds of our employes own their own homes. 

The Wilmington field lies about 75 miles to the east of 
the Third Vein field and physically entirely separate there- 
from by reason of geological uplift, generally known as the 
La Salle anticline, which cuts out all the coal measures and 
all strata above the St. Peter sandstone. It is, however, 
the same geological seam and is regarded as of equal 
quality, although differing somewhat in its characteristics, 
and is produced at about the same cost. In its relation to 
this controversy it is unlike the Third Vein field, because of 
its less favorable geographical position and because it is 
not reached by any of the great northwestern trunk lines. 

Railroad Extensions and Coal Field Developments. 

Prior to 1885 the Illinois coal shipped to the Northwest 
came very largely from Northern Illinois. Im 1885 tlie 
Chicago & Northwestern reached the Spring Valley mil! 
The same year, what is now the Chicago Great West 
opened to traffic its railroad from the Iowa state line to 
Paul. 

In 1886 its line was extended to Dubuque, When 
Spring Valley mines were in active operation the Chica=0 
& Northwestern, as it had undertaken to do, gave to tl 
mines the same rates as it charged from Dixon, Free} 
and other then existing gateways. As the Chicago, )''!- 
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aukee & St. Paul made the same rates from Forreston, 
rreeport, Davis Junction and other gateways and the 
harges of the initial carriers had to be added thereto, it 
uld not longer compete, and in 1886 or 1887 it negotiated 
oint tariffs to meet the Spring Valley competition, with 
.e Illinois Central from the Third Vein field, with the C., 
8. & Q. from Streator and later with the E. J. & E. from 
he Wilmington field. These were the first joint rates made 
by any carrier from the Northern Illinois field. The same 
vear the Consolidated Coal Company was organized by the 
Wabash interests. 

Prior to 1887 there was no attempt at grouping of the 
mines of Illinois and no established differentials, and the 
condition as to freight rates was chaotic. New fields being 
opened and coal from these fields beginning to become a 
factor in the Northwest and the conditions becoming unbear- 
able, the railroads in 1887 submitted the entire question to 
Mr. J. N. Faithorn, the chairman of their freight bureau, 
with instructions to classify the state into freight rate 
groups and to establish certain fixed differentials between 
each group and Northern Illinois mines taking Cnicago 
rates. The award made Springfield, Pana et al. 50 cents 
higher than from Northern Illinois, and Mt. Olive and 
Staunton 70 cents higher, but tne railroads by agreement 
changed the Springfield basis to 40 cents before the award 
became effective. This award was recognized both by tue 
railroads and the mines as being a fair adjustment of the 
matter under the then existing conditions and continued to 
be so regarded for a number of years thereafter. 

In 1888 the E. J. & E. was opened for traffic. The 
same year what is now the Chicago Great Western was 
extended to Chicago. In 1891 the C., B. & Q. connected 
with the mines at Seatonville and Ladd in the Third 
Vein field. In 1896 the C., M. & St. P. canceled all joint 
rates, with the exception of those with the E., J. & E. 
from the Wilmington field, including those from the 
Third Vein field. Between 1887, when the Faithorn 
award was made, and 1897, when the first state labor 
wage scale was made, a little coal was produced in Wil- 
liamson County, but nearly all thereof went to the Ohio 
River and to the South. As late as 1897 it only pro- 
duced about 400,000 tons, or the output of one good 
mine; hence Mr. Faithorn gave no consideration to that 
field, and no mention was made of it in his award, nor 
did it mention Duquoin, which was then producing a 
little coal. The Illinois Central, however, applied the 
Mt. Olive 70-cent differential to Duquoin, and in later 
years, when a rate from Williamson County was needed, 
extended the 70-cent differential to that county. Prior 
to 1897, while union labor was employed in northern 
Illinois, the rest of the state was unorganized. In 1897, 
as the result of a successful issue of a national strike, 
the miners of the state were completely organized, and 
thereafter a scale of wages for the entire state has been 
negotiated with the organization, first annually, and later 
biannually. The basis of the adjustment then made was 
largely dictated by the successful miners, but the declared 
Purpose was to frame a competitive scale, taking into 
account the cost of production, quality of coal, earning 
power of the men and respective freight rates; which 
adjustment of the wage scale, together with the then 
existing freight differentials, met the then existing com- 
petitive conditions reasonably well. Roughly speaking, 
the labor basis established in 1898 has continued since, 
With the exception of special advances in northern IIli- 
hois aggregating 6 cents and in Williamson and Franklin 
counties aggregating 3 cents. 
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In 1897 the C. & E. I. opened its line to Williamson 
County, traversing Franklin County, which had not then 
been developed. In 1898 the E., J. & E. was absorbed 
by the Federal Steel Co. In 1899 the Illinois Central 
purchased that part of the line of the St. Louis, Peoria 
& Northern south of Springfield and the Chicago & Alton 
that part extending from Springfield to Peoria, the 
Illinois Central simultaneously purchasing in the name 
of the Madison Coal Co. sevéfal mines on that line south 
of Sangamon County. Originally higher rates than from 
Springfield were applied on coal moving to Chicago 
and the Northwest from these mines, but gradually the 
rates were reduced until the same rates were charged 
from Springfield as was previously done with similar 
mines on the Wabash, until the differential applying to 
Springfield proper was extended as far south as Glen 
Carbon on the Illinois Central and Edwardsville on the 
Wabash. 


While the stock of the Madison Coal Co. (now the 
Madison Coal Corporation) is generally conceded to be 
owned by the Illinois Central, this company did a general 
commercial business for many years, although since the 
passage of the Hepburn Act it has withdrawn from the 
commercial markets and its output is taken by the [lli- 
nois Central. 


Prior to 1900, except on the Chicago Great Western 
and Wisconsin Central, rates to points west of the river 
north of the C., B. & Q. were 25 cents less from the Third 
Vein field than from Chicago. In 1900, or thereabouts, 
this differential was abolished east of the Iowa Central, 
and subsequently to all the territory east of the M. & 
St. L. In 1900 the Illinois Central reached the Indiana 
coal fields. In 1901 the E., J. & E. was absorbed by the 
U. S. Steel Corporation. In 1902 all the coal-carrying 
roads in Illinois were enjoined by the Federal Court 
from paying rebates, and from that time on interstate 
rates on coal have been held at tariff, to the~best of 
my knowledge and belief. Rebates prior thereto were the 
rule rather than the exception, and adhering to the 
tariffs thereafter meant not only a large advance in 
rates, but the enforcing of various tariffs, whether in 
conformity to the Faithorn award or not, and made im- 
possible the adjustment by any carrier of rates between 
two or more districts on its line to conform to its views 
as to the proper differentials to apply without precipitat- 
ing a rate war; as for instance, the adjustment of dif- 
ferentials to extensive interstate territory west of the 
Mississippi River by means of the paying of rebates 
ranging from 25 cents to 41 cents per ton from northern 
Illinois, which existed until the injunction was issued, so 
that the tariff differentials established by rebates, rang- 
ing from 95 cents to $1.11 in this territory, were auto- 
matically done away with, and the differentials that hap- 
pened to appear upon the tariffs, whether 70 cents or 
less, became effective and fixed, with certain exceptions. 
It goes without saying that the adjustment made through 
the medium of these rebates was considered to be just 
and fair and necessary to the Northern Field, or it would 
not have been made by railroads hauling coal from 
northern, central and southern Illinois alike. 

In 1902 the C. & N. W. extended its line from Nelson 
to Peoria. The same year the C., B. & Q. made connection 
with mines at La Salle. The same year the Illinois Cen- 
tral, after years of futile negotiations in the Traffic Asso- 
ciation, took independent action to give effect to its views 
and published an interstate tariff making rates from the 
Third Vein field uniformly 25 cents less than from Chicago, 
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and 70 cents less than from Southern Illinois, but soon 
after yielded to the pressure and restored rates varying 
from the recognized differentials in considerable of the 
territory. 

Prior to 1903, the Chicago, Great Western and Wis- 
consin Central in connection with the C. & E. I. made the 
only joint rates via Chicago from Southern Illinois. 

May 26, 1903, the C., B. & Q. made joint rates with the 
C. & E. L, including to the west bank of the Mississippi 
River, enabling shippers to utilize the Iowa Distance Tariff. 

August 27, 1903, the C. & N. W. and “Omaha” made 
joint rates with the C. & E. I. via Chicago, making the dif- 
ferential from Indiana as against the previous rate to Chi- 
cago of 70 cents, and making differentials from Southern 
Illinois above Northern Illinois of from 50 cents to 90 cents 
as against the previous rate to Chicago of $1.05. 

September 28 and 29, 1903, the C., R. I. & P. made a 
joint interstate tariff with the C. & E. L., establishing dif- 
ferentials from Indiana of from 30 cents to 40 cents and in 
a few cases 20 cents above Northern Illinois, 

September 30 and October 7, 1903, the Illinois Central 
met these rates, and where the differential was previously 
70 cents from both Southern Illinois and Indiana, made the 
differentials from Indiana from 30 cents to 40 cents, and 
in a few cases from 50 cents to 70 cents, averaging 40 
cents, and from Williamson County to from 50 cents to 70 
cents averaging 60 cents. 

In 1903 and prior to opening of mines in Franklin 
County the Third Vein field made formal protest to the 
carriers against the impairment of differentials; set forth a 
situation similar to that now existing, though less acute; 
pointing out that the established differentials, even if fully 
maintained, were inadequate; and predicted a further loss 
of tonnage if relief should not be given, which prediction 
has been verified. 

In 1903 the C., B. & Q. reached the Virden field south 
of Springfield. 

In 1904 the C. & N. W. opened a line from Girard to 
Beald to reach their recently acquired coal holdings. 

In 1905 the C., R. I. & P. acquired the “Frisco,” which 
in turn controlled the C. & E. I. 

In 1905 the N. Y. C. Lines invested in coal lands in 
Saline and Montgomery counties. 

In 1905, what is now the Chicago, Milwaukee & Gary 
(then the L. L. & M.), was opened. 

In 1905 Franklin County became a coal producer. 


In 1906 the C., B. & Q. extension to Williamson County 
was opened for traffic. 


The same year the Hepburn Act became a law, and 
thereafter the Illinois carriers published and adhered to 
intrastate tariffs also, whereupon the Illinois Central pub- 
lished rates from Centralia to Chicago the same as from 
Springfield and Pana, which presumably had been in effect 
previously. 


In 1906 the C.. M. & St. P. extended its Rochelle branch 
to Oglesby, in Northern Illinois, and mines at Cedar Point 
and Standard were opened. The same year the Railway 
and Warehouse Commission ordered the maximum distance 
tariffs reduced 10 per cent, whereupon the railroads ap- 
plied the new basis to the west bank of the Mississippi 
River. 


In 1907 the C., B. & Q. connected with mines in Frank- 
lin County, Ill. The Interstate Commerce Commission com- 
pelled the C., M. & St. P. to publish competitive joint rates 
from Cardiff. The C., M. & St. P. cancelled joint rates 
from Peoria. The Chicago, Terre Haute & S, E. (then 
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the Chicago Southern) connected Indiana mines with ( 
cago. 

In 1910 the mining rate in Saline County being eq 
ized with that in Franklin and Williamson counties, the 
Y. C. Lines advanced the Saline County rate to correspo 
with the rates from the two other counties. 

In 1910, after the hearing before the Railroad 
Warehouse Commission, the railroads advanced the in 
state rates of 7 cents per ton and interstate rates 10 c 
per ton after an effort by the C., T. H. & S. E. to secu: 
still more favorable differential had been defeated. 

In 1912 the C., M. & St. P. made joint rates with 
Illinois Central and Chicago & Alton from Central 
Southern Illinois. 

In 1913 the C., M. & St. P. put in Northern [Illinois 
rates from Peoria. 


L 


t 


There were 380 shipping mines in Illinois in 1912, 
of which 45 were in northern Illinois, 61 in the Spring 
field District North, 28 in the Springfield District Sout! 
and 77 in southern Illinois. Of the 76,407 employes that 
year, northern Illinois had 12,494, Springfield District 
(North) 12,952, Springfield District (South) 8,462, and 
southern Illinois 18,490. 

A study of the tonnage of the states of Illinois an 
Indiana by districts during this 26-year period, together 
with the various railroad extensions and change in 
freight differentials, as herein set forth, clearly indicates 
what has occurred and the reasons therefor, and ex 
plains the present crisis. Prior to 1887 the other III 
nois and Indiana coals competed with northern Illinois 
to a very slight extent in interstate territory to 
Northwest. Between 1887 and 1897, while freight raté 
were not stable, the railroads as a rule maintained th 
differentials of the Faithorn award, and the maladjus 
ment in the five years just prior to the strike in 1897 
was due to chaotic labor conditions rather than 
freight maladjustment. 


t 


The strike of 1897 resulted in stable mining rates 
throughout the two states, and for several years, to thé 
extent that freight differentials were preserved. North- 
ern Illinois, while at a disadvantage and not enjoying 
the rates relative to southern [Illinois to which it was 
entitled, and while failing to share in the growth of th 
markets, did not suffer severely. As one by one the new 
fields were opened and the carriers extended to them 
as freight differentials were impaired or eliminated, and 
as the Williamson County field began to expand its ion 
nage and was given the Mt. Olive rate, northern Illinois 
began to suffer severaly, not only relatively, but actually, 
sharing not at all in the wonderfully increased produ 
tion of the state, and being steadily and with increasing 
rapidity crowded out of territory formerly served by it 
By 1903 it was clearly recognized that northern Illinois 
could not hold its own on the 70-cent basis and could 
do business at all on any lower basis, although this was 
before the still better coal from Franklin County iS 
developed. Since 1905, with the opening of mines in 
Franklin County, the process has been still more ra) id, 
but we shrank from precipitating so complicated a 4 
tion and continued to hope that relief would come it 
some way; but the heavy loss of tonnage, both locom: 
and commercial, in the last two or three years, du: ug 
the period when the production of the state materi: |!’ 
increased, and during a period when the production ‘2 
Saline, Franklin and Williamson counties enormously 2 
creased, threatens the absolute extinction of the ld 
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less freight rates are established permitting it to en- 
the full benefit of its geographical position. 

The Springfield District North shows how greatly it is 
fering relatively to both the Springfield District South 
{| southern Illinois, yet the conditions which they com- 
in of have affected northern Illinois far more acutely, 
northern Illinois not only has not shared in the in- 
ased tonnage of but since 1902 has actu- 

lost 41 per cent of its commercial tonnage. An 
rly illustration of the effect of the impairment of 
ght differentials was given in the case of the Chicago 
eat Western in cutting freight rates via Chicago fromm 
diana, which displaced northern Illinois coal on its lines 
ng prior to the general disturbance of 1903, and the 

that in the state of Illinois and southern Wisconsin, 
re reduced differentials existed on the unfair basis of 

Illinois Distance Tariff schedule unduly favorable to 
ng hauls, which displaced northern Illinois coal in the 
the field, where it should enjoy an 
ivantage, if anywhere. The C., M. & St. P. made joint 
ites from central and southern Illinois in 1912 because 
y could not with northern Illinois coal successfuly 
ompete at many junction points with other carrier who 

e hauling southern Illinois coal on the existing basis 
differentials. The falling off in commercial tonnage 
the Third Vein field, which occurred on other lines 
1912, has occurred on the C., M. & St. P. the 
and further indicates the effect of the dis- 

nination complained of. 

I wish to factors 
which I think with 
determining of the value of the service rendered by 
carriers from the different fields. In the first place, 
a question of long hauls vs. short hauls, in 
sense of the terms. All are long hauls. It 
ems to me that anyone familiar with the movement of 
traffic must recognize that when coal passes from 
division to another, requiring at least two train 
ws to handle it, the cost of the haul per ton-mile must 
This is true of all the Illinois coal 
territory. Yet the proposed $1 
leaves to southern [llinois a materially 
lower rate per ton-mile than that from northern Illinois. 
It should also be remembered that this is not balanced 
traffic. Practically all the coal from central and southern 
lllinois is loaded in gondolas, which have to be returned 
empty. The cost of the long haul is therefore greater in 
comparison with northern Illinois than if the cars could 
be returned loaded. On the other hand, most of the coal 
interstate from the Third Vein Field is 
loaded in box cars and stock cars, and the movement is 
most active at times when these cars are required in the 
Northwest to be returned loaded with grain and stock. 
Unless the rates for the longer haul are justified by 
distance, the cost of the extra service is an economic 
Waste in maintaining them. To tie up and wear out 
pment, to consume labor and burn fuel in moving coal 
1 southern Illinois at inadequate rates, relatively, and 
e northern Illinois coal, nearer to the market, in the 
nd because relative rates based on the cost of the 
ce are denied, is not conservative; it is the reverse. 
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Hosmer Report Data of the Carriers. 


On account of the strike which prevailed in Illinois 
in 1910 and 1911 and not in Indiana, that year is mis- 
leading and should be largely ignored. This table shows 
(iat during the four years’ period southern Illinois and 


ern Indiana shipped over 53,000,000 tons into 
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territory not open to the third vein field at all, and 
central Illinois and the northern district of Indiana over 
36,000,000 tons; that in the rest of the territory open 
to all, third vein coal does not go anywhere where these 
same districts do not go in a larger degree, and that 
the third vein coal must compete with these other dis- 
tricts in the latter territory or not operate at all. They 
show that during the four-year period the Springfield 
district north has lost about one-third of its business in 
Illinois outside of Chicago, Peoria and East St. Louis; 
that the Springfield district south has gained about 25 
per cent; that the Centralia district has gained about 225 
per cent, and that southern Indiana has made a moderate 
gain. On the other hand, both the northern Illinois dis- 
trict as a whole and the third vein field have lost about 
one-third. In Wisconsin, the Springfield district north 
lost about two-thirds; the Springfield district south lost 
one-third; the Centralia district lost 65 per cent; the Du- 
Quoin district increased 50 per cent; the southern IIli- 
nois district held its own, and the southern Indiana dis- 
trict doubled its tonnage. Here again both northern 
Illinois as a whole and the third vein field lost over two- 
thirds. In Minnesota the Springfield district north lost 
three-fourths; the Springfield district south over one-half; 
the DuQuoin district quadrupled; northern Illinois lost 
about 20 per cent; northern Indiana gained 50 per cent; 
southern Indiana nearly doubled, while uorthern Illinois 
lost slightly, and the third vein field was stationary. In 
Iowa, except Council Bluffs, the Springfield district north 
lost one-fifth; the Springfield district south lost one-fifth; 
the Centralia district increased from less than 9,000 tons 
to over 150,000 tons, mainly due doubtless to the Chicago 
Great Western locomotive coal, herein referred to; the 
DuQuoin district increased over 50 per cent; southern 
Illinois increased nearly 50 per cent; northern Indiana 
lost about one-fifth; southern Indiana was five times 
as much, while both northern Illinois as a whole and 
the third vein field fell off over one-half. In the two Da- 
kotas, the Springfield district north increased over 50 
per cent; the Springfield district south lost over one-half; 
southern Illinois lost one-third; northern Indiana lost 
over one-half, while the third vein field lost nearly all. 
These are the figures that indicate not only the loss of 
markets to the third vein field, but what coal has taken 
its place. They positively establish and confirm what is 
indicated by the other tables. If the bureau had been 
able to produce these figures for the full period, the 
demonstration would be complete. 

Two statements show what has happened to our mis- 
cellaneous business in competition with southern Illinois 
during the period covered. One table includes only car- 
riers that served us throughout the period and territory 
which we served in 1902 and have attempted to serve 
ever since. That the figures reveal the situation and 
that it is fair to other districts to use them are beyond 
dispute. What they reveal is startling when it is a 
matter of common knowledge that the territory referred 
to has steadily grown as a coal consumer. All of the 
increased consumption and the material part of the con- 
sumption at the beginning of the period have been di- 
verted from the third vein field to other districts. The 
tables show that the tonnage began to shrink simultane- 
ously with the development of the southern field and in- 
troduction of the Franklin County coal. The loss in Iowa 
since has been especially heavy. They show a commercial 
tonnage in 1902 of a little less than 900,000 tons; in 1906 
of a little less than 750,000 tons, and of a little over 
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528,000 tons in 1912, or a loss for the period of about 
40 per cent. Table “N” shows that a further loss of 21 
per cent has occurred during the first nine months of the 
present year, compared with the same period in 1912. 
When it is considered that locomotive coal in our district 
in competition with central Illinois has to be sold on a 
very close margin, and that our revenue has to be de 
rived from this miscellaneous business, it is easy to see 
how disastrous is this injury caused by the discriminatory 
freight rates complained of. 

In this connection reference has been made to the 
elimination for comparative purposes of certain locomo- 
tive coal upon which a freight rate was paid and which 
is now lost to the field. This is also solely due to dis- 
criminatory freight rates. To illustrate: Until the last 
two or three years the Chicago Great Western has pur- 
chased locomotive coal in the third vein field largely 
and almost continuously from the opening of the original 
line in 1885. Our coal is particularly liked by them, 
our field is the nearest of any to points of consumption 
on their line, and our connection at East Dubuque is 
the one they are now using, yet it is utterly impossible 
for us to compete with prices being made from Centralia. 
The reason therefor is that the C., B. & Q. accepts for 
its division of the through rate to interstate points so 
low a figure from Centralia compared with what it will 
accept from points on its line in the third vein field 
that it is impossible for any of our carriers to accept 
in a division of the through rate from northern Illinois 
a figure low enough to enable us to compete, so that 
the Illinois Central, if it participates at all in the haul, 
needs to meet the C., B. & Q. rate from southern Illinois 
and cannot stand the relative division to which northern 
Illinois is entitled, and which it must have if it is to 
compete. The dfferential which in our judgment should 
be established, both as a question of distance and of 
competitive requirements, is 80 cents. I understand the 
proportion the initial carrier gets is 85 cents from Cen- 
tralia and 42 cents from the third vein, a differential 
of but 43 cents, making our prices prohibitive. 

An extreme illustration of the situation exists in 
the case of my company, which, prior to 1906, when the 
C., M. & St. P. connected with our mine, routed all its 
product via the Illinois Central. It has an output daily 
of 1,000 tons and an annual output of over 200,000 tons. 
As a result of this loss of locomotive coal and the break- 
ing down of our commercial tonnage on the Illinois Cen- 
tral, as herein shown, we shipped altogether but 12 cars 
via that line during the last 30 days, at a time of the 
year when, under conditions existing in 1902, the entire 
output would readily have moved. This means that our 
extensive and expensive equipment on the Illinois Central 
is practically unused. Such a proposition, if, as is being 
shown, the rates are discriminatory, is nothing but con- 
fiscation of the capital invested in our property, so far 
as the Illinois Central is concerned. It is especially fair 
to use the [Illinois Central by way of illustration, since 
it alone serves northern, central and southern Illinois 
and Indiana, and penetrates all the affected markets, and 
which, willingly or unwillingly, is a party to the basis 
of differentials complained of. 

That the Illinois Central has been concerned by the 
steady decrease in the third vein field is revealed by 
correspondence pointing out the fact and inquiring as to 
the cause. 

It may be alleged that our decreased tonnage in the 
Northwest is attributable, in part, to coal from the docks. 
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Undoubtedly this competition limits our tonnage, as it does 
that of all districts in Indiana and Illinois, but the dock 
condition of late years has been no more unfavorable to 
us competitively than during the earlier years, before ou: 
tonnage began to shrink, and the fact that our business on 
the C., M. & St. P. increased instead of decreased since it 
was opened to us in 1906, in territory when the stock con 

petition was the same as on tue other lines, while the ton 
nage is now rapidly diminishing, indicates that the primar) 
cause of the shrinking tonnage on the other lines through 
out the period and on the C., M. & St. P. during the past 
year since they made joint rates with Southern Illinois, 
is Southern Illinois competition and not competition from 
the docks. 

If there is doubt as to whether it* is Southern Illinois 
coal or dock coal which is driving our coal from the mar- 
ket, we point not only to the Hosmer reports, showing large, 
steady increase in their tonnage in the dock territory, but 
to the fact that Southern Illinois coal is successfully dis- 
posed of in St. Paul and Minneapolis, where our coal has 
disappeared, on a $2.10 freight rate, as against a 90-cent 
freight rate from the docks, or a differential against them 
of $1.20 per ton; hence, if our contention in this case is sus- 
tained there is no question but they can sell coal against 
us throughout the entire territory on the basis of rates 
proposed, which is 20 cents less. 

I will leave to others to point out representative points 
and stretches of territory where our coal has been driven 
out of recent years, including territory closest to the mines, 
where, with fair freight rates, we should enjoy a distinct 
advantage. 

So far as I can recall, every enduring change in the 
freight rate situation as between various districts during 
this long period has been to the disadvantage of Northern 
Illinois. Not to mention a constant impairment here and 
there, I will cite: In 1900 the 25 cent lower rate in the 
Third Vein field than from Chicago to the Northwest, which 
had theretofore prevailed, was removed in a part of the 
territory. The Illinois Railroad and Warehouse Commis- 
sion reduced the maximum distance tariff 10 per cent, 
which decreased the differentials from Central and South- 
ern Illinois, which change was applied also to the wes! 
bank of the Mississippi River. New through lines to the 
Mississippi River, connecting with carriers west of the 
river, landed coal from Central and Southern Illinois in 
Iowa and at gateways at reduced rates. Shippers there- 
upon discovered that these rates, plus the Iowa distance 
tariff rates, were lower to points near the Mississippi River 
in Iowa and points near the Missouri River in Iowa, than 
the published through rates, so that the sum of the two 
locals, based on the Illinois and Iowa distance tariffs, was 
less than the*through rates, and routed the coal there 
under instead. This was not true, in any degree, as 10 
rates from Northern Illinois, except for a few months to 
Davenport, via the C., R. I. & P., so that the differentials 
were thereby impaired to the extent of the difference be 
tween the sum of the two locals from Central and Souther2 
Illinéd’s and the through rate therefrom. Later, ins‘cad 
of giving consideration to the needs and rights of the T! ird 
Vein field, the railroads accepted this situation, and made 
their through rates from Central and Southern Illinois cor 
respond with the sum of the two locals, without reducing 
the Northern Illinois rates, which expelled our coa! e2 
tirely from such important points as Le Mars and S$ 0u% 
City and Clinton and Davenport, where we formerly hd 4 
good tonnage. If any good reason exists why railroads vol 
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intarily should extend rates imposed upon them by the 
‘llinois distance tariff to interstate points on the west bank 
§ the Mississippi River, there is certainly no warrant for 
naking the whird Vein field foot the bill and in holding the 
ates on the former high basis. Particularly is this true 
in Western Iowa, where the freight rates for a not mate- 
ially longer haul are about $1 per ton higher than to the 
‘win Cities and as high as they were nearly a generation 
ago, perhaps as far back as 1887. This is the more un- 
accountable, as the cost, owing to improved equipment and 
motive power, has been transformed during this period. 
One by one mines have been opened in Southern Illinois, 
and carriers like the C. & E. IL, C., B. & Q. and Illinois 
Central, have connected with them and fostered their coal 
tonnage. It may not be illegitimate for a carrier to make 
favoring rates to a new field, to aid in the introduction of 
the coal for its benefit as a carrier but if, at the same time, 
t maintains rates from nearer fields which are discrimin- 
atory, we insist that it cannot successfully defend its posi- 
tion after the field so favored markets a tonnage thereby to 
the injury of the nearer field on the same line. This is 
precisely what the C., B. & Q. has done. It is unfortunate 
that every change made by the carriers to foster Southern 
Illinois tonnage has been at the expense of the Northern 
Illinois field. Rates from Northern Illinois have been held 
stationary, as though they were inviolate, while rates to 
the South have been pared down as the exigencies might 
suggest. I hope that the ruthlessness of this policy will 
be as obvious to the Commission as it is to its victims. 
Of the same ruthless character was the slaughter of differ- 
entials when joint freight rates via Chicago were made by 
the C. & E. I. with the C., R.1.& P., C. & N. W., C., B. & 
Q., and the “Omaha” in 1903, and their duplication by the 
Illinois Central via its interior route. Like in effect was 
the return to tariff and the discontinuance of rebates pur- 
suant to the federal injunction in 1902, resulting in an 
advance of from 25 to 41 cents in rates from Northern 
Illinois at one fell swoop. Everyone agrees now, as they 
agreed then, that the practice of granting rebates was 
vicious, but when rebates were granted, without prefer- 
ence, to establish fair differentials between districts not 
established by the published tariffs, no injustice was done, 
and if the differentials made effective through rebates were 
necessary’ and equitable between the districts, it follows 
that the same differentials would be equally necessary and 
equitable thereafter when tariffs were adhered to; and not 
to adjust the tariffs to bring about these equitable relations 
between the districts, based upon the respective hauls, con- 
stituted unfair discrimination. 

Freedom to make joint rates, and divide the through 
rates as the participating carriers may agree, gives and 
conceals opportunity for discrimination, and has been so 
used. The loss to the Third Vein field of hundreds of 
thousands of tons annually of Chicago Great Western 
locomotive coal, before referred to, is attributed solely 
to this cause and discrimination, Centralia paying but 
'2 cents per ton more than La Salle for 197 miles longer 
haul, or a little over two mills per ton-mile for the extra 
haul, out of which the C., B. & Q. and the Illinois Cen- 
tral have to pay per diem charges on the cars furnished 
by the Clicago Great Western for the service. This is 
interstate business and ought to be subject to the juris- 
diction of the Commission, the bulk of the coal being 
billed to Oelwein, Ia. 

Another established practice in certain of the terri- 
tory is to make lower rates on fine coal than on the 
Prepared sizes. This may have been justified in earlier 
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days, when it was hard to market the screenings, which 
had to be moved to release the equipment. With im- 
proved stoking facilities and methods, there is, however, 
usually, of late years, an ample demand for screenings, 
and at times they command almost as high prices as 
mine run, and indeed mine run is sometimes crushed to 
meet the relatively greater demand therefor. The prac- 
tice is open to abuse and at times has been abused. Pre- 
pared sizes of coal, as I am creditably informed, have 
in certain instances been billed as screenings. Whether 
or not the carrier is a party to this manipulation is not 
the point. The opportunity for manipulation exists wher- 
ever fine coal enjoys a lower rate, and I believe the con- 
sensus of opinion among coal operators is against the 
practice. With certain districts making a large percent- 
age of fine coal of good quality, and other districts a 
much smaller percentage of inferior quality, the practice 
constitutes an injurious discrimination. Furthermore, this 
concession on screenings is not always given to all fields 
alike. To illustrate, certain lower interstate rates on fine 
coal from southern Illinois have been made by the Illinois 
Central for a considerable period, yet they have never 
been given to Third Vein mines until last year. 


The Chicago, Milwaukee & Cary was built in 1905, 
and the C. & E. I. uses it to impair differentials and cap- 
ture the coal business in such important towns as Rock- 
ford and De Kalb, where northern Illinois coal was pre- 
viously largely used. Even the Hepburn Act, in 1906, 
which led to interstate tariffs in Illinois being published, 
legalized and tended to establish such covered rates, im- 
pairing the differentials as happened to be in effect. As 
intrastate rates to gateways in Illinois directly affect 
interstate tariffs, both were affected. The patched-up 
agreement in 1910, to permit the carriers to advance 
rates, both state and interstate, resulted in the further 
impairing in differentials from central and southern IIli- 
nois to certain territory, while the gain to the Third 
Vein field in southern Wisconsin, which it was supposed 
to offset, was lost as soon as the C., M. & St. P. made 
joint rates with the Illinois Central and Chicago & Alton. 

Finally, the C., M. & St. P., for the first time, by 
joint tariffs, a year ago opened its territory to southern 
Illinois, on the basis of these, as we maintain, inadequate 
differentials. If, as it is reasonable to suppose, the C., M. 
& St. P., in making joiut tariffs from central and south- 
ern Illinois to stations on its line, gets for its propor- 
tion of the through rate the rate which it charges from 
Third Vein mines, then the Illinois Central, for instance, 
gets but 40 cents for the haul from Springfield to Men- 
dota and 70 cents from the southern field to Mendota, 
while no joint tariff from Illinois Central mines to C., M. 
& St. P. points is published, and the proportional rate 
from Third Vein mines to Mendota for C., M. & St. P. 
points is 35 cents per ton, or within 7 cents per ton of 
that the Illinois Central presumably gets from central 
Illinois. It follows that for this business the differential 
between La Salle and Springfield is reduced via Mendota 
to 7 cents per ton. 

The question as to whether a differential over the 
Third Vein field should apply to the Wilmington field is 
easily presented. As already stated, the differential is not 
asked for because of difference in cost of production or 
quality. It is simply a question of whether an entirely sep- 
arate field lying about seventy-five miles farther from the 
markets should be given the same rates as from the Third 
Vein field, when none of the Northwestern trunk lines reach 
the field at all and need to divide the rate with an initial 








































































































































































































































































































































810 





carrier simply because it has been driven out from its 
natural markets at Chicago and in Northern Illinois and 
Southern Wisconsin. It should have had its discriminat- 
ing differentials removed and sought and kept its own 
natural markets. To give it the same rate means, for in- 
stance, that the C., R. I. & P. will get materially less rev- 
enue from its junction with the E. J. & E. (involving forty- 
six miles longer haul) than it will get from La Salle, al- 
though Wilmington coal would pass through the latter 
point. There has been a differential part of the time 
in part of the territory, but it has never been uniformly 
established. The question is precipitated because of the 
vain effort of mines in the Wilmington field to make good 
the loss of the Chicago Great Western and E. J. & E. 
locomotive coal by slashing prices in the Northwest gener- 
ally and seeking to get new tonnage by displacing our 
coal. The two coals being so similar and of admittedly 
equal value, it would be our coal that would be displaced 
rather than coals of higher or lower grade. If they are 
entitled to our rates, there is no remedy for this condition. 
If, on the basis of the service rendered, it is a discrimina- 
tion, permitted in the past to enable them to compete, it 
has now become a hurtful discrimination and should not 
be allowed to continue. 

To sum up: It has been shown that the rate situation 
has become simply chaotic; that it has been largely due 
to the development of the Southern Illinois and Southern 
Indiana coal fields and the fostering preference given them 
by .the carriers thereto; that the differential in existence, 
both standard and impaired, are rankly discriminatory; 
that the Third Vein field can do no business where the 
standard differentials are impaired and less and less even 
where they are maintained; that the respective costs and 
market values of the several coals are such that competi- 
tive conditions would exist if the discriminations should 
be removed. Hence, to remove them or not to remove 
them, is a question of life or death. 

The hearing of testimony introduced by the various 
interveners in the Illinois Coal Case continued until 
Thursday afternoon. 

Their side of the case having been concluded, R. V. 
Fletcher, speaking for all the carriers involved, requested 
a little time in which the representatives of the carriers 
might examine the great mass of figures which had 
been submitted by the complainants and various inter- 
veners. To this Attorney Crozier, for the complainant, 
objected, saying that the carriers had had more than a 
year in which to prepare théir case, and he objected that 
they should not be given any more time for the sake of 
delaying proceedings. It was, however, stated that it 
was impossible for the carriers to go on without some 
consideration of the statistics which had been introduced 
at the present hearing, and the case was finally disposed 
of by the hearing being suspended until a future date, 
of which due notice will be given. It was intimated that 
thirty days or less would be all that is required. 

The interests involved in the case were nearly as 
numerous as the interveners. Operators in the Peoria 
and Fulton districts were not greatly opposed to the pro- 
posed division of the Springfield group, provided they 
were at the same time allowed a corresponding advan- 
tage. Operators in the southern portion of the state did 
not like to see a differential of 15 cents given to so 
large a body as would be included in the so-called Spring- 
filed group north. The testimony of the witnesses of 
each intervener went to show the particular features in 
which the groups which he represented would be affected, 
either favorably or unfavorably, by the proposed division. 
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Among the witnesses examined were J. B. Jess, Spring 
field Coal Mining Co., the owner of nearly all the stock 
of the Shoal Creek Coal Co.; R. L. Darby, traffic man 
ager for the same company; Mr. Cavanaugh, Southern 
Coal & Coke Co., in the Belleville district; Mr. Lumaghi 
Luamghi Coal Co.; J. E. Rutledge, representing mines i) 
Lincoln, Madison, Montgomery counties; James A. Fendon 
representing numerous Peoria companies, and others. 

At the Wednesday afternoon session F. A. Harwood 
a coal dealer, who was formerly coal traffic manager ot! 
the Illinois Central, went at length into the history of th: 
formation of thése rates which are now in force. Hi: 
insisted that Centralia, Sandoval and Odin ought to bk 
on the Springfield basis. The Centralia coal was of about th: 
same quality as the Springfield coal, and the difference in 
distance not material. He said that the rates on coal 
must take into consideration other features than thx 
mere matter of railroad transportation. There wer: 
other things to be considered by the carriers in making 
rates to mines. There were machinery and other sup 
plies to haul, and efforts might be made to develop th: 
industries to the extent of carrying coal at a loss. Mr 
Harwood also stated that if points nearby the market 
had lower rates it would destroy the competition and 
thus increase ultimately the cost of coal to the con 
sumer. The rate now given to the Springfield district 
could not be properly carried further south because of! 
the quality of the coal. He thought the changes should 
not be made in the rates which would disturb the rate 
adjustment to many other points, as Milwaukee, Mani 
towoc, etc., beyond Chicago. There was always dange! 
in disturbing existing relations of rates, andin the present 
instance any rearrangement would disturb the handling 
of 80,000,000 tons of coal annually. A readjustment would 
benefit some and injure others, and the result might not 
be any more satisfactory than at present. 

A good many questions were asked in regard to the 
effect of the competition of dock coal upon coal from 
.lllinois, but this matter seemed to be disposed of to a 
certain extent by matter which was brought out late in 
the hearing that dock coal is not of either Illinois o1 
Indiana origin but is brought in from distances fron 
600 to 700 miles further away. The representative of th: 
mining interests around Belleville complained that th: 
miners in that section were the original and principal 
ones discriminated against in the matter of rates. 





APPROVE ECONOMICS BUREAU. 

Forty presidents and vice-presidents of railway: 
throughout the United States met October 17 at the Bureau 
of Railway Economics, in Washington, to review the work 
of that organization since its inauguration three years 
ago. Speeches commending the impartiality and thoroug 
ness of its analyses of transportation questions and 
emphasizing the necessity for the continuance of su 
work were made by Samuel Rea, president of the Pe! 
sylvania; W. C. Brown, president of the New York C: 
tral; W. W. Finley, president of the Southern; L. 
Johnson, president of the Norfolk & Western; E. P. R 
ley, president of the Atchison; Ralph Peters, president 
the Long Island; Frank Trumbull, chairman of the Ch¢« 
peake & Ohio and Missouri, Kansas & Texas; Frede 
A. Delano, president of the Wabash; C. S. Sims, v 
president of the Delaware & Hudson Co., and others. A 
general executive committee for the ensuing year \ 
elected, consisting of Samuel Rea, chairman; L. E. Jo 
son, Daniel Willard, Darius Miller, Fairfax Harrison ad 
B. L. Winchell. 
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RAILWAY COMMISSIONERS MEET 


Jational Association of State Regulative Bodies 
Holds Twenty-fifth Annnal Meeting 
in Washington 


The twenty-fifth annual meeting of the National As- 
ciation of Railway Commissioners was begun in the 
earing room of the Federal Commission at 11 o’clock 
ictober 28. The first sitting was marked by the radical 
ews expressed by O. P. Gothlin, president of the asso- 

ciation, who in a general way decried all recognition of 
he influence of competitive conditions in the making or 
ontinuance of rates. In a broad way he denied the right 
or power of any governmental agency to approve a higher 
ite at an intermediate point or a higher rate away from 
| waterway on account of competition, a factor now rec- 
ognized by every regulating body. Another radical sug- 
gestion made by him is that whenever a railroad goes 
into the hands of a receiver or receivers too much atten- 
on is given to the interests of the bondholders and 
not enough to the interests of the shipping public. His 
idea is that roads should be sold at judicial sale, without 
delay, so that the new owners can begin rehabilitation 
with the least possible delay and without the burdens 
that caused the failure of the carrier to perform its 
duties to the public in the first instance. 

The delegates who are in attendance are John M. 
Eshleman and H. D. Loveland, California; R. Hudson 
Burr, N. A. Blitch, Royal C. Dunn and J. H. Tench, 
Florida; Chas. M. Candler and J. P. Webster, Georgia; 
William Kilpatrick, Illinois; Clifford Thorne, Iowa; H. §. 
Martin, John M. Kinkel, Kansas; L. B. Finn and H. G. 
Garrett, Kentucky; Wylie M. Barrow, Louisiana; Elmer 
P. Spofford and John A. Jones, Maine; Phillip D. Laird 
and A. G. Towers, Maryland; F. J. MacLeod and George 
W. Anderson, Massachusetts; Lawton T. Hemans, Michi- 
gan: Ira B. Mills, C. F. Staples and Thomas Yapp Minne- 
sota; Howard B. Shaw, Missouri; Thomas L. Hall, H. G. 
Taylor and U. G. Powell, Nebraska; H. F. Bartin, Nevada; 
E. C. Niles and Thomas D. Worthen, New Hampshire; 
W. M. Daniels, New Jersey; Martin S. Decker, James 
EK. Sague and Frank H. Mott, Second District of New 
York; EB. L. Travis, W. T. Lee, G. P. Pell and A. J. 
Maxwell, North Carolina; W. H. Stutsman, Ohio; P. N. 
Anderson, North Dakota; O. H. Hughes, E. W. Doty, Mr. 
Marshall and O. P. Gothlin, Ohio; George A. Henshaw, 
Oklahoma; Clyde B. Aitchison, Oregon; B. L. Caughman, 
South Carolina; Robert R. Prentis, Virginia; David Har- 

w, Wisconsin; C. I. Sturgis, J. A. Tabor and L. A. Rob- 
inson, Association of American Railway Accounting Offi- 
C. N. Duffy, N. E. Stubbs and W. F. Hamm, Ameri- 

can Street and Interurban Ry. Accountants’ Association. 

The address of welcome was delivered by Chairman 
Clark of the Interstate Commerce Commission. 


Address of Chairman Clark. 
It is well that they who are charged with the duties 
devolve upon those who compose this organization 
iid gather in this way to intelligently and dispas- 
ately discuss the problems with which they are con- 
nted. Looking back, we observe the results which 
e come from the efforts of the past and the progress 
has been made since last we met. That progress 
been and is being made cannot be denied. I have 
ibiding faith that the good already accomplished is 
lasting nature and that further progress and good 
result from future efforts. 
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Viewing the present, we recognize as old friends 
some of the troublesome problems that have been with 
us for a long time and to which much thought and 
effort have been given. If we can see that these problems 
are nearer solution than they were when last we discussed 
them, or that the conditions affected by them are im- 
proved and improving, we can feel that our labors have 
not been in vain. 

As we look forward we realize more and more the 
profound magnitude and far-reaching importance of these 
problems, and, taking heart from counseling with one 
another, we go forward with renewed energy and fresh 
courage to the work that is before us. 

We all occupy positions of tremendous responsibilities 
and are invested with unprecedented authority. Upon 
our zeal, patriotism, efficiency and judgment rests largely 
the commercial welfare of our country. 

In this, as in other lines of public work, we find the 
extremists on both who, unless their ideas are 
accepted and followed, exercise to its full extent the 
American’s prerogative of criticism. Their criticism is 
often founded in lack of knowledge as to facts and some- 
times in a willingness to disregard the rights of others. 
Such criticism creates misunderstandings and misconcep- 
tions, but if we are not broad enough to refrain from 
being influenced or swerved by it, we are lacking in true 
capacity and fitness for the positions which we occupy. 

The situation that existed when regulation was under- 
taken was permitted to grow up. State and nation could 
have prevented it. But it was a long time before public 
sentiment, which is really the power of the state and 
of the nation, awakened to the facts and roused itself to 
the task of establishing equity in place of gross and 
unjust discrimination, and law in place of license. 

The multitude of evils could not be eliminated nor 
the wrongs corrected by one heroic action. Under the 
conditions that then existed such things grew rapidly and 
easily. The attempt to eradicate them involves the in- 
terests of many who had nothing to do with creating or 
fostering them, as well as the interests of the carriers 
whose agents, in co-operation with the representatives 
of favored ones, created and nourished the wrongs. 

Even if it be true that the present financial condition 
of transportation agencies is due to reckless, improvident, 
or even dishonest, financing in the past, it would be a 
mistake to undertake to correct it by a policy of reprisal 
which will impair the usefulness or efficiency of the car- 
riers upon which the welfare—the very life—of the com- 
merce of the country depends. That commerce grows 
continually, and we have seen, each year, periods during 
which the available facilities were sadly lacking in ca- 
pacity and efficiency to properly furnish the transporta- 
tion demanded. 


sides, 


This is in part due to the failure of carriers to pvro- 
vide themselves with facilities, in part to inefficient han- 
dling and movement’ of equipment, in part to failure of 
shippers and receivers to provide room and facilities of 
their own sufficient for their needs, and in part to cus- 
toms that have grown up in some lines of business that 
necessarily cause serious delay to cars and congestion 
of terminals. Of course, the ideal situation would be one 
in which the carriers were ready to provide all the equip- 
ment needed and promptly transport all the traffic offered 
at the time of the maximum demand, but that situation 
can be attained only by large additions to the facilities 
and great improvement in methods. The added facilities 
can be secured only through expenditures from surplus 
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earnings or from expansion of credit. In either way the 
total cost to purchasers of transportation would be in- 
creased. It seems to me that no more helpful work can 
be done than to bring about the highest possible degree 
of efficiency in the operation and utilization of the fa- 
cilities now possessed. 

It seems to me also that the traveling public is justly 
entitled to a greater degree of safety while patronizing 
our railroads. The importance of this should be brought 
forcefully to the mind of every railroad official and every 
railroad employe. They should realize and respond to 
the great responsibilities which they have undertaken 
and be held to a strict accountability for neglect therein. 
It would be well to revive and enforce the old funda- 
mental rule for train operation, “In case of doubt, take 
the safe side.” 

As I have suggested, the regulation of public service 
corporations is a stupendous undertaking. It calls for 
faithful, upright, earnest, broad-minded and courageous 
men. The work must go on. As Mr. Dooley said of 
England, in writing of the Boer war, “We have put our 
hand to the plow, and we cannot turn back.” 


President Gothlin’s Address. 

In his address President Gothlin, answering his own 
question, said that in his opinion the association is not 
accomplishing as much as its opportunities would seem 
to make possible. His suggestion was that the members 
are depending too much upon committees. They make 
fine reports to which the members give perfunctory atten- 
tion, but there is no action. The sanest and best report 
amounts to nothing unless there is action. For illustra- 
tion, he called attention to the fact that for years the 
state commissions have been demanding uniform clas- 
sification. 

“Yet when the House committee on interstate and 
foreign commerce held a meeting on the subject, but 
two state commissions were represented,” said Mr. 
Gothlin. 

“The railroads, however, were numerously represented 
in opposition. The committee could naturally come to no 
conclusion other than that the state commissions are not 
much interested.” 

Mr. Gothlin remarked that there is too much of the 
let-George-do-it spirit among the members. When a man 
is not made chairman he washes his hands, depending 
upon the chairman to do the work. His conclusion was 
that there are too many standing committees. 


Going from the shortcomings of the members of the 
association, President Gothlin took up the congested con- 
dition of the federal Commission’s docket. He reviewed 
the different suggestions for relief and then made his 
own. It is that the country be divided into six districts, 
in which a commissioner shall receive all the complaints 
pertaining to transportation in that district. The seventh 
commissioner, he said, should receive the complaints 
arising out of overlapping transportation. He recognized 
the possibility of conflict in decisions, but he said that 
that is more fancied than a real possibility of evil. 

“Regulation has done more for the railroads than for 
the public,” said Mr. Gothlin, as a climax to a discussion 
of discriminations, in which he took the position that no 
railroad, no commission, no legislature nor a court has 
any right to allow a higher rate at an intermediate point. 
He could see no authority where any governmental 
agency has the right to require one part of a community 
to pay the transportation cost of another part, or one 
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community that of another. His view is that one « 

the greatest mistakes the federal courts ever made wa 

the decision that the railrouds have the right to charg: 
more at an intermediate than at a terminal. He pri 

tested against low rates to meet water competition, and 
against the operation of railroads by receivers, in whic 

short service is rendered, as injustice. His idea is that 
a cripple in the hands of a receiver should be forced to 
judicial sale, so that the new owners may proceed wit! 

out delay to rehabilitate the property with the least pos 
sible delay. 

Mr, Gothlin urged state commissions to take mor 
interest in the complaints of all shippers, even if th« 
complaints concerned inters\(t.te shipments, on the ground 
that the work of regulation is so great that every man 
concerned in any part of it should help, regardless of 
the jurisdictional line. 

Another suggestion was that formal complaints should 
be abolished; that the commission concerned should hear 
the complaint in an ex parte manner, almost like a grand 
jury. Then, if it be found that there is justice in the 
complaint, that the original complainants be relieved of 
the burden of prosecuting the matter, the commission 
assuming the burden of bringing it to a conclusion. 

President Gothlin appointed the following committees 
at the Tuesday morning session: 

Time and Place: Messrs. Hemans, Maltbie, Burr, 
Henshaw and Kilpatrick. 

Complimentary Resolutions: Finn, Thorne and Dan- 
iels: 

Memorials: Staples, Decker and Prentis. 


Amendment of the Act. 


Commissioner McChord, chairman of the committee 
on amendment of the Act to regulate commerce, read the 
report of that body, the chief part of which is the rec- 
ommendation that the period of reparation be extended 
from two to three years. That change is recommended 
because three years is the period during which an indict- 
ment may be found for failure to pay the published rate. 
The report also recommends that the act be changed 
so as to require the posting of proposed changes in the 
tariffs, so that the public may be advised as to what 
the carriers are trying to do. As the matter now stands 
the public gets no notice unless the I. C. C. happens to 
suspend the tariffs. 

The report was sent back to the committee with 
instructions to modify the latter part of it, that pertaining 
to the posting of tariffs. Commissioner Marble, in dis- 
cussing the two and three year proposition, said that the 
carrier may now collect less than the legal rate, wait 
for two years and then demand the instant payment of 
the lawful rate under pain of indictment, the shipper 
being limited to two years in which to complain against 
a rate or to ask for reparation. 

Chairman Clark suggested that the carrier be pen 
alized for failure to post a proposed tariff at every sta 
tion. He said that a proposal to invalidate a tariff, as to 
the station at which it was not posted, invited collusion 
between a shipper and a railroad agent to procure favors 
for the shipper. 

At the Tuesday afternoon session the committee 02 
“Time and Place” was called to meet at 9 a. m., Wednesay. 


Delays in Enforcement of Orders. 


Clyde B. Aitchison, chairman, presented to the 4>5sS0- 
ciation the report of the committee on “Delays Attend nt 
upon the Enforcement of Orders of Railways Comi 
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together with a concurring opinion by Max The- 
Mr. Aitchison’s report 
elimination of delays, 
that this committee 


mers,” 
1 of the California commission. 
tlined various methods for the 
id wound up with the suggestion 
ould be abolished and its work for the future 
icted by the committee on legislation. After considerable 
scussion and a reference of the matter to the executive 
mmittee, the latter brought in a report favoring the 
commendation for the abolition of the committee, which 


be con- 


vas unanimously adopted. 
Mr. Prentiss of Virginia called to the association the 
present unsatisfactory condition of things as regards the 


secretary’s office, which, by reason of the fact that -the 
Interstate Commerce Commission can no longer take care 
of the matter, as it did in the earlier days of the history 
the expense of that office 
He asked for a contribution 
associate organization, which 


of the association, places all 
squarely upon the secretary. 
of $25 annually 


was unanimously agreed to. 


from each 
Express Service and Rates. 
Decker, second district of New York, pre- 


’ 


Martin S. 
sented the report on “Express Service and Express Rates,’ 
in which he laid great stress upon the importance of the 
work which has been done by the Interstate Commerce 
Commission in connection with their adjustment of inter- 
state express matters, which not only undertook to regu- 
late the rates, but which was to bring about many other 
much needed reforms of practices which had been allowed 
to grow up in the expansion of that business. He sug- 
to consist of one repre- 
railroad commissions, 
representatives of the Interstate Commerce Commission 
and of the express companies, who should get together and 


need for a committee 


from each of the 


gested the 


sentative state 


try to arrive at some working basis for the uniform ad- 
justment of the intrastate He stated that a repre- 
sentative of the express companies had come to him on 
this matter, and had indicated the willingness of the ex- 
press companies to enter upon such a conference. 

“While at blush,” said Mr. Decker, it might look 
as though the state commissions could not be brought into 
reference to local 


rates. 


first 


a line of agreement, without special 
conditions, past and present, including the rate conditions 
in each state, yet against that there must be recognized 
this broad consideration that if the states are to go about 
state will be anxious to 
other state, without regard 
therefore, 
The 
mean 


this matter separately, each 
have as low a basis as every 
to the extraneous conditions of the other state; 
the best way to arrive at it will be by conference. 
matter, it is felt, if of great importance. It will 
repeated conferences between the state representatives and 
those of the express companies, the plans of each to be 
considered in an effort to hit upon some harmonious plan 
based on equity and justice as between the states. 

“If anyone had said two years ago,” said Mr. Decker, 
“that it would be possible to fix even the interstate rates 
United States, it would have been char- 
as the iridescence of some dreamer, and yet 

has come to pass. The state commissions are big 

igh and capable enough to carry out a work of the 

nature, and work out a plan for the states to adopt, 

and then see if the various state commissions would ap- 
Prove them.” 

Speaking to the same point, Clifford Thorne of the 
lowa commission termed the express order of the Com- 
Mission “one of its monumental acts” and a “great piece 
of work.” Whether similar work could be done for all of 


for the whole 


erized 
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the states would be an entirely different problem; and, 
speaking for lowa, he said he was extremely doubtful, 
although personally he is entirely in favor of the sug- 
gestion. It was decided, however, that in view of the 
importance of the matter, and that it had never been pre- 
sented to the Commission before, it should be laid aside 
for further discussion before the close of the present 
meeting. 
Grade Crossings and Trespassing. 

In the absence of Chairman C. L. Glasgow, Hon. Chas. 
Elmquist of Minnesota presented the report of the com- 
mittee on “Grade Crossings and Trespassing on Rail- 
roads,” the report suggesting that there is more need for 
action than for presentation of views. 

L. B. Finn, Kentucky, moved the reappointment of the 
present committee, with instructions to endeavor to secure 
the co-operation of the governors of the several states for 
the enforcement of laws bearing on this important subject. 

Mr. Harlow called attention not only to the necessity 
for the elimination of grade crossings, but for the proper 
policing of those which are still in and must for many 
years yet be in existence. 

Attention was called by another member of the Asso- 
ciation to the article in the New York World of October 
12, calling attention to this most important problem, and 
which described in detail the steps now being taken in 
New York, where thousands of arrests are being made, in 
order, if possible, to prevent the frequent recurrence of 
such accidents. The New York Central and other trunk 
lines are taking a hand in the matter, and they find the 
difficulty to lie, not with the laws, but rather with the en- 
forcement of existing laws. The N. Y. C. is employing 
special agents to go about through the communities and 
work up public sentiment for the better enforcement of 
laws on the subject. Upward of 1,500 arrests are now being 
made weekly in New York on that account; the loss of 
life from that cause is prodigious; an average of 14 per- 
sons per day are killed in the United States by reason of 
trespassing on railroad tracks. 

“Safety First.” 


Wm. Kilpatrick, Illinois, called attention to the recent 
report of Ralph C. Richards of Chicago, the father of the 
“Safety First” principle, which is rapidly spreading 
through the country. In 20 years 86,733 trespassers were 
killed and 94,646 injured, or a total of 181,379 killed and 
injured on -the railroads of the country, and an appalling 
feature of the matter is that 25,000 of these were young 
people under 18 years of age, and out of those many were 
under 10 years of age; 67,276 were tramps or hobos. He 
suggested that we should have uniformity of laws on this 
subject and that they should be rigidly enforced; it would 
certainly cost less to have them properly policed than it 
does under the existing condition of affairs to pick up 
and bury the dead and care for the crippled. 

As indicating the interest being taken in Illinois, Mr. 
Kilpatrick stated that 60 days ago the governor of that 
state had issued a circular letter in which he had in- 
vited the presidents and managing officers of all the rail- 
roads operating through that state to meet with him at 
the Capitol and talk the matter over. The request brought 
a very large attendance of representative men, every trunk 
and interurban line being represented. At the present 
time there are 15,932 grade railway crossings in Illinois. 


Legislation. 


The last business of the session was the presentation 
of the report on “Legislation,” by Lawton T. Hemans of 
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Michigan, chairman of that committee, in which the 
thought is well suggested that “the legislative need of the 
present is the elimination of the needless, valueless and 
senseless conflict that exists between several states and 
between the states and the federal authority upon kindred 
phases of interstate and intrastate regulation.” 

States rights came to the front at the Wednesday 
morning session, due to the fact that Lawrence B. Finn 
of Kentucky made an address on the Minnesota rate de- 
cision, in which he combated the theory that has been 
deduced from the decision that the federal government 
has power over intrastate rates as soon as Congress sees 
fit to tell the Interstate Commerce Commission to exer- 
cise it. Mr. Finn at the same time offered a resolution 
which came within the wink of an eye of being adopted, 
but instead of which it was laid on the table on the mo- 
tion of Assistant Attorney-General Wylie M. Barrow of 
Louisiana, who is in Washington primarily to argue the 
Shreveport rate case. 

Mr. Finn had finished his speech, and President Goth- 
lin had already taken the ayes on the subject, when 
Commissioner Marble rose to remark whether anyone was 
ready to pass on the subject. That roused Mr. Barrow 
of Louisiana, who said that if it was intended by the 
resolution to continue the condition brought about by the 
orders of the Texas commission he could not support the 
proposition. He is in favor of states rights, but he is 
against any one state or any group of large state making 
orders which, by reason of the wide territory over which 
they are influential, puts interstate rates at the mercy of 
the large state or group of large states. He briefly 
touched upon the Shreveport conditions which caused the 
Shreveport case. Mr. Bell of North Carolina tried to 
put an end to the discussion by making the point that 
the vote was being taken before Mr. Marble spoke, but 
the president said he thought no one would try to choke 
off discussion, and he said he would allow it to go on 
until the meeting reversed him. 


The vote on tabling the resolution was close, 20 in 
favor and 19 against. The Finn resolution thus laid on 
the table reads: 

Resolved, That it is the sense of the National Asso- 
ciation of Railway Commissioners that the grant in the 
Federal Constitution to Congress to regulate commerce 
among the states is plenary and complete, and that said 
authority should be exercised by the Federal government 
without hindrance from the authorities of the several 
states; and that the reservation of power not delegated 
to the Federal government but reserved to the states 
authorizes each of the several states to as fully and com- 
pletely regulate commerce carried on wholly within each 
state, and that said authority should be exercised by each 
state government without hindrance from the Federal 
government. 


Mr. Finn divided his subject into two parts, first as 
to the expediency of imposing the additional duty of 
regulating intrastate rates upon the Interstate Commerce 
Commission, and, second, whether the federal govern- 
ment, under the constitution, has the authority to regu- 
late rates within a state. 

As to the first question, Mr. Finn pointed out that 
the United States government is a big business under- 
taking and demands efficiency in the discharge of the 
duties of public officers. Efficiency cannot be expected 
when the task overburdens the work. The Interstate 


Commerce Commission is now overburdened, he said. If 
the regulation of intrastate rates should be imposed upon 
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it its work would be multiplied many times, and tl 
additional appointees necessary would number thousand 
and be located in every state in the Union. The speake 
quoted at length from President Wilson’s book, “The Ne\ 
Freedom,” to emphasize the danger of encumbering th 
national government with too much work. He also quot 
from Mr. Wilson’s book, “The State,” to show the nec« 
sity of state control by state officials over affairs withi 
the state. Mr. Wilson’s conclusion was: 

“It therefore appears if the authority to regulate ji 
trastate rates should be transferred to the federal go, 
ernment that a justifiable apprehension would natural], 
arise that the transfer would be made at the sacrifice o! 
efficiency.” 

Mr. Finn developed the major part of his address 
on the constitutional question, and argued against the 
theory deduced from the decision in the Minnesota rat: 
case, which is that the federal government has the ex 
clusive right to regulate commerce within the boundaries 
of a state, and that the state can exercise such authority 
only so long as the federal government refrains from 
exercising its powers. The constitution means what the 
Supreme Court says it means, asserted Mr. Finn, and tlh: 
interpretation of the court is subject to change in ac- 
cordance with changes in public sentiment, so that the 
construction of the constitution will conform to the ideas 
of the judges constituting the court, and the personnel 
of the court itself may be changed in deference to the 
overwhelming public sentiment. Public opinion may not 
act like a pendulum and swing to extremes, as in th 
time of the old federalist party, which, by its own ex- 
cesses in the centralization of power, Mr. Finn contended 
created a new party to remove the unreasonable restri 
tions. On this point he said: 

“The only issue raised by the question under di 
cussion will be in one form or another ever present 
so long as the creation of gigantic fortunes, or the op- 
portunity to plunder depends upon the strength or weak 
ness of either state or federal government. There will 
always be able, shrewd champions advocating a strong 
or a weak federal or state government, just as they se¢ 
either the best opportunity for success. Those who would 
have been benefited, if exclusive federal jurisdiction had 
been recently established, have on other occasions dis 
puted the right of the federal authority in such matte! 
Since federal regulation cannot be escaped, their powerful 
influence may be expected to be wielded to escape this 
state regulation under the policy of exclusive federal 
jurisdiction. I do not mean to say that they who believe 
in such a policy are under the influence of the common 
carriers, for there are, no doubt, many well meaning 
patriots who believe in centralizing the power of 
ernment.” 

Mr. Finn said it is impossible to reconcile various 
decisions of our courts upon questions affecting 1e 


fundamental principles of the government, and quo'ed 
from Woodrow Wilson, as follows: “Every law is wat 


those who administer it think what it is.” He tien 
analyzed the present status of constitutional govern"! 
viewed from the standpoint of the Supreme Court's | 
ion in the Minnesota rate case. 


He quoted from the decision: 

“To suppose, however, from a viewpoint of these d& 
cisions, that the exercise of this acknowledged power 
of the state may be permitted to create an irreconcili ile 
conflict with the authority of the nation, or throug! 4" 
equipoise of powers an effective control of interstate om 
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erce is rendered impossible, is to overlook the dominant 
eration of the constitution, which, creating a nation, 
juipped it with an authority, supreme and plenary, to 
mtrol national commerce and to prevent that control 
xercised in the wisdom of Congress, from being ob- 
ructed or destroyed by any opposing action.” 

The speaker argued that there can be no “irrecon- 
liable conflict” between the state and federal regulation, 
nd it is not possible to confuse their respective juris- 
ictions. Difficulties will naturally arise in the adjust- 
ient of intrastate and interstate rates, but, fortunately 
yr the solution of such questions, there is but one issue 

fact, namely, is the rate established just and reason- 
ble? 

The court’s opinion clearly indicates that by virtue 

the authority vested in Congress by the decision that 
1e federal government. has the right to enlarge the field 

its operations and prevent a state from establishing 
reasonable rates through its own governmental machinery 
nd assume the authority itself. Wherefore the juris- 
diction of the federal government or the state government 
innot be established if the other government neglect 
to exercise the authority vested in it under the terms of 
the constitution. Thus the great question of state juris- 
diction is no longer governed by the terms of the contract, 
it can be made to depend upon the lethargy of the 
state and federal officials and state regulation of common 
carriers exercised for more than twenty-five years is now 
explained upon the theory that it was allowed to the 
states just as long as the nation slept. Mr. Finn com- 
batted that theory with the utmost vigor. 

The Decker motion, submitted on Tuesday providing 
for a committee composed of one commissioner from each 
formulate a uniform method of stating intra- 
provoked a considerable discussion, 


tate, to 
express rates, 
but was finally agreed to. 
that the commissions should be allowed to send 
anybody they should select. Mr. Staples said that the 
tate commissioners would get nowhere unless they sent 
‘presentatives authorized to cast plenary votes. 


state 
The discussion was on a sug- 
estion 


Railway Capitalization. 


John M. Eshleman of the California commission, chair- 
an of the committee on “Railway Capitalization,” pre- 
nted that committee’s report to the National Association 
Railway Commissioners. 
The report is signed by Mr. Eshleman, chairman: 
mes S. Harlan, H. F. Bartine, Frank J. Miller and Wil- 
iam R. Willeox, members of the committee. The report 
as made a special order for this morning’s session. 
This report covers 110 printed pages. The recom- 
endations of the committee are summarized as follows: 
We do not believe it necessary, however, for the pur- 
oses of this paper to recommend any particular form of 
act, but we do believe that we should recommend the 
imum which should be provided, and this minimum 
believe should be the following: 
1. The limitation in the act of the purposes for which 
ssue of stocks and bonds shall be permitted. 
2. Authority to the commissions to see to it that the 
eeds of the sales of stocks and bonds are devoted to 
urposes for which they are issued. 
No stocks or bonds to be issued without the posi- 
approval of the commission, or at least a veto power 
d be reposed in the commission similar to the power 
Which the Interstate Commerce Commission has to suspend 
rates. If this method is pursued, the same full investiga- 
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tion should be required on the part of the commission in 
every instance, as is required when the affirmative action 
of the commission is provided for. 

4. No limitation in the statute as to the amount for 
which either stocks or bonds shall be sold. 

5. The power shall be reposed in the commission to 
impose conditions and to grant the application of the 
utility, either in accordance with such application or in 
lesser or greater amount, and to impose such other con- 
ditions as the commission shall deem necessary. 

6. Regulation of the stocks and bonds of interstate 
common carriers to be delegated to the Interstate Com- 


merce Commission. 

Basing our recommendation upon the foregoing con- 
clusion, your committee respectfully recommends: 

That Congress immediately pass an act empowering 
the Interstate Commerce Commission to regulate the stocks 
and bonds of interstate carriers in the manner and to the 


extent hereinbefore outlined. 

In conclusion, your committee desires to impress upon 
the members of this association the tremendous importance 
of the matter we have been here considering. The regula- 
tion of the securities of utilities, other than interstate 
carriers, is being handled with increasing efficiency by the 
various state from year to year, and the beneficial results 
flowing therefrom are being recognized, not only by the 
public at patrons of these utilities, but by the utilities 
themselves. In those states where most adequate regula- 
tion is now being provided, money is being invested in 
increasing amounts and the stability of securities is being 
established and healthy financial conditions are being 
brought about. In substantiation of this conclusion, we 
respectfully invite your attention to those states wherein 
the commissions have been given adequate and plenary 
authority to deal with this subject, and suggest that the 
members of this asseciation consult with the representa- 
tives of the utilities from such states in the belief that 
such representatives will bear out the statement herein 
contained that from the viewpoint of the honest public 
adequate and intelligent regulation is a 


utility, honest, 


good thing. 

In the case of the interstate carrier, however, by rea- 
son of the facts hereinbefore referred to, it is impossible 
for the various states to regulate, and the federal govern- 
ment should not lag behind in this field wherein it alone 
is competent to act. 

We have already expressed the belief that the same 
reasons which justify the regulation of the stocks and 
bonds of other utilities justify the regulation of the stocks 
and bonds of interstate carriers. There has come under 
the observation of the country only recently a scandalous 
condition of misuse of funds by one of the great common 
carriers of the country. Such condition would not have been 
possible under proper stock and bond regulations. The 
corrupt contracts would have been vetoed by the regulating 
body before execution. If we need any other argument in 
favor of some restraint, this condition, which has recently 
been the subject of the report of the Interstate Commerce 
Commission, would furnish such an argument, and it is 
our belief that this is one of the many instances 
where improper financing of interstate carriers has re- 
sulted in the loss not only of property, but of the lives 
of citizens of this country. The finances of all utilities, 
but. particularly of the tremendous agencies engaged in 
interstate commerce, have been a pawn of the manipulators 
who demonstrably are more interested in gain than in 
the proper service to the public, and such service, as con- 


only 
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clusively appears from history, is merely incidental to 
their main design. The design is to make money, and it 
grows out of the natural inclination which has heretofore 
been referred to. There these financial magnates sit apart, 
building tremendous fortunes, nominally in control of 
great enterprises, but really delegating the control to 
others who are prevented from doing that which they 
would do by the very financial manipulations of their su- 
periors, who are their superiors only in prevention and 
not in co-operation. The great financial interests, and 
not the active railroad managers, have been found to be 
responsible for most of the mismanagement. of railroad 
enterprises. The natural inclination of those who control 
the destinies of the great railways of the country being, 
as we have said, the making of money, and only second- 
arily the service of the public, the government cannot 
permit to them unchecked the control which is so di- 
rected. Those indulging such inclinations cannot be trusted 


First Vice-President. 


to pursue unchecked their financial program when the com- 
fort and safety and the very lives of the patrons of the 
railways of America are involved. 

We most earnestly recommend that the recommenda- 
tions of your committee, whether in the exact form here 
presented or in some other form suitable to this conven- 
tion, be adopted, and that the representatives in Congress 
from the various states be urged to arm the Interstate 
Commerce Commission in the very near future with this 
power so necessary to the proper carrying on of its work 
and the protection both of the lives and the property of 
the patrons of these great interstate agencies. 


Capitalization. 


The whole of Wednesday afternoon was devoted to 
the discussion of the report on railroad capitalization, 
presented by Chairman Eshleman of the California com- 
mission. The issue was joined and defined when it came 
to the question as to whether the national law giving 
the I. C, C. control over the issues of stocks and bonds 
should contain a limitation as to the price at which they 
may be emitted. The committee recommended that there 
be no such limit. The delegates, after three hours of 
debate, struck out that recommendation, the committee 
not objecting to the elimination of that recommendation. 
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Owing to the fact that Secretary Connolly is n 
longer the chief clerk of the I. C. C., and therefore noi 
eligible as an active member of the association, the co1 


stitution was changed so as to allow the association 
go outside the association for its secretary. 


to 


Commissioner Meyer begun the discussion of the r« 
port on capitalization, suggesting among other things 


that the criticisms in it on the work of the Railroad §S 


curities Commission were not exactly in place. H« 
thought the commission had done a great work and on: 
that will continue to be of great value for a long time 

Judge Bartine of Nevada said that if there are any 
reflections in the Eshleman report on the Railroad Se 


curities Commission report, as suggested by Commissione; 
Meyer, he is not responsible and he thought that non: 
was intended. He said that whatever might be so con 
strued is due to the fact that there has been progress 


in the thought on the subject. 








CLIFFORD THORNE, Iowa, L. B. FINN, Kentucky, ROBERT R. PRENTIS, Virginia, 
President. 


Second Vice-President. 








“I’m as much of a state’s rights man as any man 










n 


this room,” said the judge. “I cannot fail to recognize 


the fact that in this control of issues of capitalizati 


) 
on 


and bonds, the federal government is the one authority 


that can deal with it better than any other. It is possi 


for intrastate rates and business to be separated from 


terstate rates and business, but such a separation of cap!' 


and bonds is imposible. If the question is left to 
states, there may be one of the whole number that 
not make regulations or place any limit on the amo 

“That means that every railroad company now 
existence in the state or states that make strict reg 
tions and limits could retire from business and 


incorporate under the laws of the state that has no ! 


’ 


nor regulations.’ 
Election of Officers. 

At the election of officers, which followed this 
cussion, all were made without contest as foll 
President, Lawrence B. Finn of Kentucky; first 
president, Clifford Thorne of Iowa; second vice-presi 
Judge Robert R. Prentis of Virginia; secretary, Wi 
H. Connolly, Washington, D. C., and assistant secr¢ 
William Kilpatrick of Illinois, 

Clifford Thorne, in a graceful speech, touching 0! 
contest that took place between the friends of hi! 
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and Finn a year ago, placed Finn in nomination in a 
most eulogistic address. 

“Mr. Finn, you have been unanimously elected. Do 

1 accept?” asked President Gothlin, with mock gravity 
1 severity. 

Desiring to have his gratitude measured by the great- 
ness of his inability and unworthiness, Mr. Finn said 
ie did. 

Mr. Decker nominated Mr. Thorne and Mr. Elmquist 
Judge Prentis. Mr. Henshaw named “Billy” Connolly, 
referring to him as “our regular and only secretary. 
Mr. Kilpatrick said the duties of the assistant secretary- 
ship are so onerous and the emoluments so high that 
he couldn’t think of declining. 

San Francisco, 1915. 


The time for the next meeting was fixed for Washing- 
ton, November 17, with a recommendation that the 1915 
convention be held in San Francisco. 

Canadian Board Eligible. 
At the suggestion of Commissioner Marble, the con- 


stitution was amended so as to make the Canadian 


Board of Railway Commissioners eligible to membership. 
p’Arcy Scott and A. S. Goodhue, Canadian commissioners, 
and A. B. Cartridge, secretary of the board, were invited 
to the privileges of membership. 


Bureau of Standards, 

After an address by Dr. E. B. Rosa, chief physicist 
of the Bureau of Standards, Department of Commerce, 
about the work of that branch of the government serv- 
ice in the matter of furnishing tests for scales and 
measures, the members resumed discussion of the cap- 
italization report. Mr. Hemans opposed the proposition 
that the I. C. C. should have jurisdiction over issues 
of capital stock and bonds. Mr. Thorne said, while, he 
had made up his mind about several things, this is one 
of the things on which he had not made up his mind. 
Therefore, he suggested that the report be merely re- 
ceived and published, rather than adopted and published. 
Thomas L. Hall of Nebraska said he was astonished that 
anyone should question the wisdom of passing laws, 
state and national, giving commissions power over emis- 
sion of securities. He favored indorsement without quali- 
fication, because, as he said, it is the healthiest report 
he has heard. He thinks carrier corporations should be 
handled like banks. 

Commissioner Daniels of New Jersey said that the 
contrast or competition between publicity and regulation 
which other speakers had mentioned was more fancied 
than real. 

Commissioner Maltbie of New York also advocated 
the adoption of the report and suggestions. He said pub- 
licity alone is not effective. Citing the capitalization of 
the New York traction companies, he said, obviously, 
publicity has not been working. 

His major premise is that inefficient regulation is 
worse than none at all, because, in the event there were 
Such inefficient regulation, permission to issue stocks and 
bonds would carry with it a suggestion that the securities 
represent property worth the face of the stocks and bonds. 
He vigorously opposed the recommendation, 

“No limitation in the statute as to amount for which 
either stocks or bonds shall be sold.” He said that that 
would be a backward step. 

Commissioner Anderson also vigorously opposed that 
and moved to approve everything except that part of the 
recommendation, 
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The association voted down Mr. Thorne’s proposition 
to merely receive and print the report. Chairman Eshle- 
man agreed to the elimination of the no limit, and so 
everything except the “no limit’ recommendation was 
indorsed. 

Taxation, 

At the Thursday morning session Milo B. Maltbie of 
New York offered the report of the committee on Railroad 
Taxes and Plans for Ascertaining Fair Valuation of Rail- 
road Property, accompanied by special papers, “Elements 
of Appreciation in Railroad Values,” by Commissioner 
Henshaw of Oklahoma and Max Thelen, attorney and 
commissioner of California. The latter called his idea 
of a just and scientific basis for the establishment of pub- 
lic utility rates, with particular attention to land values. 

Mr. Henshaw remarked that one of the elements to 
be considered is the higher prices of materials entering 
into the physical and tangible property, ties, lumber, 
bridge piling, ete. He said that while these building ma- 
terials have increased, the cost per ton of carrying ca- 
pacity has been reduced. For instance, he said a 40,000- 
pound capacity box car cost $566.50, or $28.325 per ton. 
Now an 80,000-pound capacity box car costs $961.07, or 
$21.3266 per ton. 

First Vice-President Thorne and Chairman Eshleman 
of the capitalization committee discussed Thelen’s paper. 
Thelen maintained that if the present tendency in fixing 
land values is persisted in, rates will become so high 
that nobody can pay them. Thelen thinks persistence 
in that system, the public will take over the railroads, as 
the only solution. 

He is opposed to government ownership. But, he 
said, when one finds that the market value of thirty-five 
principal carriers of the country is $13,969,000,000, on 
which the outstanding capitalization is $15,000,000,000, he 
wonders if somebody will not figure that the government 
can issue its 3 per cent bonds dollar for dollar for the 
capitalization outstanding and still save $460,000,000 per 
annum. That, he remarked, would out-Brandeis Brandeis, 
who suggested a saving of $1,000,000 a day, or something 
of that kind. Under such operation the government could 
pay the train operatives $100,000,000 more than the rail- 
roads now do, and still save as much as Brandeis sug- 
gested. 

Mr. Henshaw stated his conclusions as follows: 

“My conclusions are that there must be a limit to 
the increased values of right-of-way, because of the build- 
ing of large cities, or the particular location of the rail- 
road. What that limit is must be determined by the 
rules of equity, that is, what is fair to the carrier and 
what is fair to the public. This statement may appear 
to mean but little. What I mean to emphasize is that 
the value of right-of-way and terminal grounds in large 
cities is not without limit as compared with value of 
adjoining property when the value or use of the adjoining 
property depends on the existence of the raflroad.” 

Dr. Edward W. Bemis of Chicago read his report on 
“The Accounting Side of Rate Making,’ which was dis- 
cussed by R. Hudson Burr of Florida. Dr. Bemis holds 
that accounting is of far greater value in rate making 
than is generally recognized. He said nearly all courts 
and commissions in fixing rates confine their attention 
to two questions—(1) the question of cost of reproducing 
the property new to-day less depreciation, and (2) the 
history of the property in question. These two methods 
Dr. Bemis styles the “Engineering Method” and the “Ac- 
counting Method,” Without depreciating the vaJue of the 
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enginering method, Dr. Bemis pointed out that it contem- 
plates an imaginary community in which an imaginary 
corporation makes imaginary estimates of the cost of an 
imaginary railroad, or other public utility. They then 
add an allowance for supervision, contingencies, insurance, 
taxes, interest and other expenses during construction. 
The result is the estimate of the cost to reproduce a 
certain property. The accounting method, on the other 
hand, ascertains what has been, instead of what may be. 
It learns from vouchers just what money has been ex- 
pended to produce an existing property. 

The magnitude of the issue involved between these 
two methods is hardly realized by the public. The cor- 
porations, easy to see their opportunity, are striving to 
convince the courts and the commissionres that the re- 
production theory, or engineering method, is the best, 
while municipalities, state governments and other public 
bodies have not realized the importance of the historical 
method. 

“In the last analysis,” said Dr. Bemis, “questions of 
fair rates must be decided as a matter of public policy 
by those especially trained for that work. A fair return 
on a just basis will be sought. The actual, efficient sacri- 
fice of the investor, as revealed in accounting and other 
historical studies, supplemented by engineering advice 
as to the adaptability and present condition of properties 
for the purpose intended, will count far more than the 
estimates of engineers as to what it will cost to buy 
again land that will never be bought again, to duplicate 
property that will never have to be duplicated, and to 
build up a business that will never again have to be 
developed.” 

Mr. Burr strongly supported Dr Bemis, claiming that 
the records of the railroad company, in the vast majority 
of cases, will show the amount of money actually in- 
vested. He maintained that it is not nearly so hard 
to ascertain as might be inferred from the attacks made 
upon the method. He said that his own experience in 
valuing a railroad in his own state convinces him that 
the margin in actual investment and claimed investment 
is wide. He cited one case in which the margin was 
57,000,000 on a claimed investment of $156,000,000. His 
idea is that the engineer should assist or supplement the 
work of the accountant instead of the other way around. 
Accountant, as he used the word, means more than merely 
a bookkeeper or clerk. 


SHREVEPORT CASE ARGUED 


The Shreveport case, which has long since ceased 
to be merely a fight interesting to Louisiana and Texas 
people because it is a fight between those states, came 
up for argument in the Supreme Court late Tuesday 
afternoon. As presented to the court by the Louisiana 
people and the Interstate Commerce Commission, there 
is only one important question involved in the case, and 
that is as to whether the federal Commission has the 
power to remove the discrimination cast upon Louisiana, 
as alleged by the complaining state, by the acceptance 
of the orders of the Texas commission by the respondent 
railroads in this case. 

Judge Garwood, for the Southern Pacific interests, 
bore the burden of the case for the railroad interests, 
which will win no matter which way the case is decided. 
If Louisiana wins, then they will be freed from the 
orders of the Texas commission. If Texas wins, then 
they can continue the discrimination alleged by Louisiana. 
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Attorney-General Dennison and Solicitor Farrell 
resented the government and the Interstate Comm: 
Commission. Luther Walter, Attorney-General Pleasa: 
and Assistant Attorney-General M. W. Barrow appea 
for Louisiana, the intervener in the court proceeding 

Argument in the Shreveport case was contin 
Wednesday afternon by Judge Garwood, who, while att 
ney for the respondent railroads, was really arguing 
the Texas commissioners, whose orders the railr 
obeyed, thereby creating the discrimination against w! 
Louisiana complained. It was a difficult position for him 
because questions of the justices indicated that they 
not accept the suggestion that the decision in the Mir 


nesota rate case disposed of this case. Those questions 


indicated that the justices are inquiring among themse! 
whether the proviso in the first section of the act, 
priving the federal Commission of power over comme! 
wholly within one state, is or is not a limitation of the 
power conferred in the third section, to remove 
criminations. 

Attorney-General Pleasant and Luther M. Walter, r¢ 
resenting Louisiana, were given 45 minutes to present | 
Louisiana view that the power of the Commission 
remove discriminations is unlimited and was therefor 
properly exerted in behalf of Shreveport. They argu 
that reading the proviso in the first section as a limitation 
on the third, placed it in the power of the large stat: 
to make rates for the whole country under pretense 
regulating commerce within their own borders. 

Assistant Attorney-General Denison, for the g0\ 
ernment, and Solicitor Farrell, for the Interstate Com 
mission, contended that the federal authority, in making 
the order for the removal of the discrimination against 
Shreveport, was doing exactly what Congress intended 
should be done, so as to keep commerce free and 
hampered by state lines. 


LATEST DECISIONS 


In the complaint of the Lebanon Commercial | 
against the L. & N. and others, Commissioner Ma! 
speaking for the Commission, holds, that the rates 
coal to Louisville are not unduly discriminatory toward 
Lebanon, Ky., because the rates to Louisville are ini 
enced by transportation on the Ohio and by the compet 
tion of carriers at Louisville. The L. & N., the re] 
shows, is forced to make varying rates on diffe 
grades of coal because of competition from wester! 
Kentucky mines, or be forced out of the business of | 
ing Jellico coal to Louisville. No such condition exists 
at Lebanon, hence the one rate on all grades higher ' 
the rate to Louisville, the more distant point. 

In I. & S. No. 271, Commissioner Meyer has fi 
that the respondents have established the propriety) 
an increase of a rate of 5% cents on one kind of p 
to 7% cents, coincident with a reduction of a 10-cent 
to 74%4 cents on all other kinds of paper, from Milwa 
and Manitowoc to Kaukauna, Wis. This makes the | 
on paper the same. Formerly the rate on manila p 
was 5%, on the theory that it was to be further 1 
factured into bags. Other paper was moved on a 10 
rate, on the theory that it was a finished product, \ 
as a matter of fact, all other paper involved unde! 
the same further manufacturing protesses to which m 
paper is subjected; hence the desirability of the 
rate, 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau, 


In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring Immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Owner Liable for Deficit Resulting From Sale of Goods 
for Freight Charges. 
Texas.—“I would like to inquire as to carrier’s lia- 
ity in selling perishable freight. We receive a car of 
rries and same is refused. If we should sell to best 
advantage, without advertising, as is prescribed by law, 
nd amount realized was not sufficient to pay charges, 
ould the carrier have recourse against the owner of the 
property for balance, and would the owner have any 
laim against the carrier for conversion of property?” 
The question as to the sale of perishable property, 
unclaimed at destination or refused by consignee, is one 
that is governed in general by statutory law effective in 
particular state in which the sale is made, and the 
nner of such sale varies in the different states. While 
1 carrier cannot ordinarily sell the goods to satisfy his 
emergencies sometimes occur, in the 
course of business, in which the carrier becomes the 
agent of all concerned, and in which its acts, in the ex- 
of a sound discretion, will be binding upon all the 
parties in interest; and, if the necessities of the case 
require that the goods be sold, the carrier not only may 
sell, but it becomes obligatory upon it to do so for the 
benefit of the owner. This is particularly true of goods 
that are of a perishable character, and if stored would, 
from rapid decay, be totally lost to the owner. 
Both by contract and at law the carrier has a right to 
a charge as compensation for the carriage of the 
goods, and for the responsibility and risk which it takes 
pon itself. Therefore, after the carrier has performed 
the service contracted for, it is entitled to recover the 
amount agreed upon, or as lawfully published in its tar- 

as freight upon the goods, and any sale made for 

charges, as above outliner, would not amount to a 
version of the property, and any deficit existing after 
e sale could be recovered from the owner. 

In rule 145, Conference Rulings, Bulletin No. 6, the 

‘ommission held that the performance of a transporta- 
service determines the obligations of the carrier to 

ect and of the shipper to pay the published rate there- 
and no subsequent fact, having no relation to the 
rvice, can lawfully be made the basis for a refund or 
er departure from such rates. That, therefore, a pro- 
on in a tariff that authorized a refund or waiver or 
elation of any charge the amount of which could not 
realized by sale of the goods, was unlawful per se 
could not be accepted as a waiver or refund of said 


ge, 


arges, yet such 


ercise 


make 
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Available Routes Both All-Rail and Rail-and-Water. 

Oklahoma.—“‘Under Conference Ruling, Bulletin No. 
214. of the Interstate Commerce Commission, section B 
provides that ‘When such reservation (that is, when tariff 


Ol ‘he initial line reserves the right to carrier to dictate 
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intermediate routing) is made in tariff, where rail rates 
and rail-and-water rates are available the agent of car- 
rier must have the shippers designate which of the two 
he wishes to use.’ Section C provides: ‘In the absence 
of specific through routing by shipper which carrier is 
willing to observe, it is the duty of the agent of the 
carrier to route shipments via the cheapest reasonable 
route known to him of the class designated by the shipper.’ 

“From points in seaboard territory in Oklahoma there 
are in effect specific joint through rates on classes and 
commodities via rail and water, but no specific through 
rates via all rail. If a shipment were delivered to an 
initial rail carrier at an interior point routed via de- 
livering line named, but no intermediate routing shown, 
would the initial carrier be liable for misrouting if the 
shipment were forwarded by all-rail instead of via rail- 
and-water?” 

The foregoing cited rules have been amended by rule 
321, so as to be in accord with the amendment to section 
15 of the Act, which expressly gives to the shipper the 
absolute right to select the particular one of two or more 
through routes by which he wishes his property to be 
transported to destination, and thus annuls the former 
right given the carrier to dictate the intermediate routing 
in its tariff. Therefore, when shipments are accepted 
without specific routing instructions from shipper, where 
all-rail rates and rail-and-water rates are available, the 
carrier’s agent must have the shipper designate which 
of the two he wishes to use. 

Assuming that both all-rail rates and rail-and-water 
rates were available from the specified interior point to 
point of destination, yet the initial carrier is not charge- 
able with a misrouting by forwarding the particular ship- 
ment via all-rail route because of the interpretation given 
rule 214 by the Interstate Commerce Commission, as 
found in rule 284. In that rule the Commission substan- 
tially held that, considering the carrier’s liabilities and 
the marine insurance involved in a movement by water, 
the carrier’s agent did not negligently misroute a ship- 
ment which, in the absence of instructions from the ship- 
per, he routed by all-rail rate. This rule was further 
interpreted in rule 316 to the effect that the carrier’s 
agent must consider car-ferry routes as available in per- 
forming the duty of routing a shipment over the cheapest 
route, thus excluding ocean carriage from the operations 
of rule 214 as amended by rule 321 and rule 284 as 
amended by rules 190 and 316. 

* * * 


Carrier’s Liability Ordinarily Ends With Delivery to the 
Consignee, 


Minnesota.—“A shipment of goods was received by 
a local line on June 2. We had no information of the 
shipment being ready for delivery until June 5. On the 
afternoon of June 5 we called at the depot and in the 
customary manner signed for the entire lot, and took 
as much as we could get on one wagon at that time. 
During the time the first wagonload left and before it 
got back for the balance of the goods, a fire broke out 
in the depot, and building and contents entirely destroyed. 
The insurance company refuses, through the delivering 
line, to make any adjustment of those goods which laid 
in the freight house, and were burned, claiming that we 
had signed for the shipment and that no liabilities rested 
with carrier, although it is customary to demand and se- 
cure a receipt for the goods prior to allowing any of 
them to leave the freight house, and it was impossible 
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to take all the goods on the one wagonload. Can you 
find any ruling, or refer us to any decisions in cases of 
a like kind, which would help us in this matter?” 

The railroad company’s liability as a common carrier 
ceases on the delivery of the goods in safe condition and 
acceptance thereof by the consignee. After such deliv- 
ery, a carrier’s obligation is that of a mere warehouse- 
man. If the loss occurred during that period, through 
causes not attributable to the carrier’s fault or negligence, 
it is thereby exonerated from liability. Accidental fires 
would excuse such a carrier. 

If, however, the point is made in your inquiry that 


Becket of The Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new and have not been carried in the pub/ication during the 
preceding week. 


November 3—Atlanta, Ga.—Special Examiner Mackley: 

|. & S. 125—Advances in rates for the transportation of boots 
and shoes from Boston, Mass., and other points to Atlanta. 

1141—Esserman Bros. vs. Sou. Ry. Co. et al. 

1142—J. Kuttner vs. Sou. Ry. Co. 

1161—Bass & Heard vs. Sou. Ry. Co. et al. 

4596—Chamber of Commerce of the City of Augusta, Ga., vs 
A.C. iL BR. BR. Ca et al. 

§429—Freight Bureau of the Chamber of Commerce of Macon, 
Ga., vs. Cent. of Ga. Ry. Co. et al. 

November 3—Chicago, Ill.—Chief Examiner Brown: 
§496—Actna Powder Co. vs. Wabash R. R. Co. et al. 
§950—Standard Oil Co. (Ind.) vs. Pa. Co. et al. 

5952—W. W. Barnard Co. vs. C. M. & St. P. Ry. Co. 

5870—Marseilles Wrapping Paper Co. vs. C. R. l. & P. Ry. Co. 
et al. 

6033—Central Commercial Co. vs. D. & H. Co. et al. 

6043—Green Bros. Box & Lumber Co. vs. C. & N. W. Ry Co. 

November 3—Sian Francisco, Cal.—Special Examiner Flynn: 
a abet J. W., & Co. et al. vs. L. S. & M. 8S. Ry. Co. 

et al. 
et. J. W., & Co. et al., vs. L. S. & M. S. Ry. Co. 
et al. 
5987—Potter Fixtures Co. vs. A. T. & S. F. Ry. Co. et al. 
6004—California Ink Co. vs. Mo., Okla. & Gulf Ry. Co, et al. 

November 4—Chicago, Ill.—Chief Examiner Brown: 

— Steel Works vs. Ore.-Wash. R. R. & Nav. Co 
et al. 

6057—Dolese Bros. vs. C. & N. W. Ry. Co. et al. 

6064—-Squire Dingee Co. vs. C. & E. I. R. R. Co. et al. 

6066—R. H. Hofheinz et al. vs. International & Gt. Nor. Ry. 


Co. et al. 

Oe Rockiord Lumber & Fuel Co. vs. C. M. & St. P. Ry. Co. 
et al. 

4938—Tusten Seed & Produce Co., Ltd., vs. Vicks. S. & P. Ry. 
et al. 


5537—Anderson Tully Co. vs. Ala. & Vicks. Ry. Co. et al. 

*l. & S. 297—Estimated weights on cantaloupes in crates from 
points in N. M., Colo., and other states, to Kansas City, 
Mo., St. Louis, Mo., Chicago, IIL, and other points. 

November 4—Oklahoma City, Okla.—Special Examiner Gutheim: 
=a Brothers et al. vs. A., T. & S. F. Ry. Co. 

et al. 

November 4—San Francisco, Cal.—Special Examiner Flynn: 
6008—Simonds Machinery Co. vs. C. B. & Q. R. R. Co. et al. 
6012—Sloane, W. & J., vs. Sou, Pac. Co. et al. 
6037—Welisch, W. T., & Co. vs. St. L. 9. W. Ry. Co. et al. 

November 5—Argument at Washington, D. C 
5396—Alton Board of Trade vs. C. & A. KR R. Co. et al. 
|. & S. 2649—Fabrication in transit charges. 
5763—Howard P. Damon et al. vs. Crosby Trans. Co. et al. 


November 5—Atlanta, Ga.—Special Examiner Mackley: 
6060—Chamber of Commerce Freight B’.reau, Macon, Ga., vs. 
Cc. N. O. & T. P. Ry. Co. et al. 


November 5—Oklahoma City, Okla.—Special Examiner Gutheim: 
a ee Portland Cement Co. vs. Ark., La, & Gulf 
ty. Co. et al. 


November 6—Argument at Washington, D. C.: 
5676—Springfield Commercial Assn. vs. P. R. R. Co. et al. 
5513—Bessemer Refining Co. vs, Pa. Co. et al. 
5524—New York Hay Exchange vs. L. V. R. R. Co. 
5709—John Nix & Co. et al. vs. Sou. Ry. Co. et al. 
5321—F. W. Stock & Sons vs. L.-S. & M. S. Ry. Co. 


November 6—Wichita, Kan.—Special Examiner Gutheim: 
{. & S. 308—Rates on canned apples from points in Wash. 
and other states to eastern destinations. 
5830—Wichita Business Assn. vs. K. C., M. & O. Ry. Co. et al. 





November 7—Argument at Washington, D. C.: 
1. & S. 246—Lake and rail butter and egg rates. 
5162—Olson Rug Co. vs, A. T. & S. F. Ry. Co. et al. 
5287—Cornie Stave Co. vs. C. R. I. & P. Ry. 
=e Refining Co. et al. vs. B. & O. S. W. R. R. Co. 
et al. 
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the carrier failed to give you notice of the arrival 
the goods as is required by contract or the law of tlie 
place of delivery, then the further question arises whether 
the carrier is liable for a loss which would not ha 
occurred but for its failure to give you sufficient notice 
of arrival. What is the proximate cause of the loss, 
such an instance—whether the failure of the carrier to 
give you sufficient notice or whether the accidental firs 
is a question upon which different views have been taken 
by the American courts. For a full'review of this subject 
see Hutchinson on Carriers, 3d edition, sections 297 to 


305, inc. 


November 7#-Wichita, Kan.—Special Examiner Gutheim: 
5978—Wichita Business Assn. vs. A., T. & S. F. Ry. Co. et al, 
November 7—St. Louis, Mo.—Chief Examiner Brown: 
5963—Simmons Hardware Co. vs. Nor. Pac. Ry. Co. et al 
5885—Gulf Lumber Co. vs. M., La. & Tex. R. R. & 9. S. Co 
et al. 
6014—Condie Neale Glass Co. vs. M. & O. R. R. Co. et al. 
6038—Gulf Lumber Co. vs. Ala. Gt, So. R. R. Co. et al. 


November 7—Portland, Ore.—Special Examiner Flynn: 
1. & S. No. 300—Rates on green fruit from points in Idaho, 
Oregon and Utah to eastern destination. 
6041—Mitchell, Lewis & Staves Co. vs. Sou. Pac. Co. 
6095—Dallas Lumber and Logging Co. vs. Sou. Pac. Co. 


November 8—Argument at Washington, D. C.: 
4341—Rhinelander Paper Co. vs. M. St. P. & S. S. M. Ry. Co 
5255—G. W. Sheldon & Co. vs. N. Y. C. & St. L. R. R. Co. 
et al. 

5446—Orgill Bros. Co. vs. L. & N. R. R. Co. et al. 

5686—W m. J, Oliver, assignee, vs. Opelousas Gulf & N. W. Ry 
Co. et al. 

5710—Harwood Yancey Young Co. vs. L. & N. R. R. Co. et al 
November 8—St. Louis, Mo.—Chief Examiner Brown: 
6056—East St. Louis Walnut Co. vs. St. L. S. W. Ry. Co. 
5469—Pendleton Grain Co. vs. Terminal R. R, Assn. of St 
Louis. 

6125—Boeckeler Lumber Co. vs. Term. R. R. Assn. of St 
Louis et al. 

6129—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al 

November 8—Richmond, Va.—Special Examiner Thurtell: 
4828—Conquest, P. L., & Son et al. vs. S. A. L. Ry. Co. et al. 
Fourth Section Application Nos. 1573 and 703. 

November 8—Wichita, Kan.—Special Examiner Gutheim: 
5819—Wichita Business Assn. vs. Clinton, Okla. & W. Ry. Co 

et al. 
6034—Daves & Daves Grain Co. vs. Midland Valley R. R. Co 
et al. 

November 10—Seattle, Wash.—Special Examiner Flynn: 
5991—Pacific Coast Gypsum Co. et al. vs. Ore.-Wash. R. R 

& Nav. Co. et al. 
5550—Hardman Hat Co. vs. N. Y. C. & H. R. R. R. Co. et al. 
5674—Downie Pole Co. vs. Nor. Pac. Ry. Co. et al. 
5789—Carpenter-Olwell Lumber Co. vs. Nor. Pac. Ry. Co. et al. 
6007—Norton, H. F., Co. vs. Nor. Pac. Ry. Co. et al. 
4818—Northwestern Woodenware Co. vs. C. M. & Puget Sound 
Ry. Ca. et al. 

November 10—Washington, D. C.—Special Examiner Mackley 
5374—United States of America vs. R. F. & P. Ry. Co. et al 

November 10—Kansas City, Mo.—Chief Examiner Brown: 
5874—W. H. Cox vs. A. T. & 9S. F. Ry. Co. et al. 
5881—Helmers Mfg. Co. vs. C. R. I. & P. Ry. Co. 
2420—Louisiana Central Lumber Co. et al. vs. C. B. & Q 
3294—-F’. G. Krotter Co, et al. vs. C. B. & Q. R. R. Co. et a 
4173—Walrath & Sherwood Lumber Co. vs. C. R. L & P. RY 

Co. et al. 

November 10—Washington, D. C.—Special Examiner Carmal 
*1. & S. 255—Sou. Ry. joint rate cancellation. 

*!|, & S. 269—Lumber rates from Sou. Ry. pts. to eastern p's 


November 11—Kansas City, Mo.—Chief Examiner Brown: 
5612—Wood-Everts Stove Co. vs. C. R. I. & P. Ry. Co. et al 
5804—Hammond Bros. vs. C. B. & Q. R. R. Co. 
5805—David H. Clark vs. C. M. & St. P. Ry. Co. ; 
a SAS Saee Coal & Grain Co. vs. C. & E. I. R. R. ©0 

et al. 

ge -Denhee-Cataaae Iron & Metal Co. vs. A. T. & S. F. bY 
Co. et al. 

November 11—Helena, Mont.—Special Examiner Gutheim: 
5673—Lindsay & Co., Ltd., vs. Wells, Fargo & Co. et al. 
5825—Lindsay & Co. et al. vs. Northern Express Co. et 
5972—Lindsay-Walker Co. vs. Adams Express Co. 

November 12—Argument at Washington, D. C.: 
AR9G—Paducah PRoard of Trade vs. Till. Cent. R. R. Co. et 
5897—Paducah Board of Trade vs. Ill. Cent. R. R. Co. et 
5898—Paducah Board of Trade vs. Ill. Cent. R. R. Co. et 
1. & S. 238—Kansas-California flour rates. 

1. & S. 278—Flaxseed rates from Minneapolis, Minn., and o'he! 
points to Kansas City, Mo., Fredonia, Kan., and oher 
points. . 

November 12—Helena, Mont.—Special Examiner Gutheim: 
5757—Lindsay-Walker Co. et al. vs. Sou. Pac. Co. et al. 
§866—Lindsay-Walker Co. et al. vs. Sou Pac. Co. et al. 








November 1, 1913 


November 12—Kansas City, Mo.—Chief Examiner Brown: 
308——-Caroline Dierks vs. So. Pac. Co. et al. 
9299—-Kanmsas City Egg Case Filler Co. vs. C. M. & St. P. 
Ry. Co. 
682—Foster Lumber Co. vs. C. & N. W. Ry. Co. et al. 
5957—H, E. Wallingford vs. A. T. & S. F. Ry. Co. et al. 
5527—United Kansas Portland Cement Co. et al. vs. A. T. 
& S. F. Ry. Co. et al. 
November 12—Washington, D. C.—Special Examiner Carmalt: 
*5992—Black Mountain Corporation vs. L. & N. R. R. Co. et al. 


November 13—Kansas City, Mo.—Chief Examiner Brown: 

6102—Gees, R. W., Commission Co. vs. St. LL & S. F. R. R. 
Co. et al. 

6107—Wyeth Hardware & Mfg. Co. vs. C. Gt. West. R. R. Co. 
et al. 

6002—Peycke Bros. Commission Co. vs. Ill. Cent. R. R. Co 
et al. 

6005—Standard Grain & Milling Co. vs. C. & N. W. Ry. Co. 
et al. 

48—Kansas City Bridge Co. vs. De Queen & Eastern R. R. 
Co. et al. 

5872—Arkansas Short Leaf Lumber Co. vs. St. L. I. M. & Sou. 
R. R. Co. et al. 


November 13—Argument at Washington, D. C.: 
3151—Manufacturers’ Ry. Co. et al. vs, St. L. IL. M. & Sou 
Ry. et alk: 
697—National Coffee Co. vs. Sou, Ry. Co. 
5774—Albert Miller & Co. vs. Grand Trunk Ry. Co. et al. 


November 14—Argument at Washington, D. C.: 
& S. 232—Grain rates in C. F. A. Territory. 
& S. 281—New Orleans, La., storage rules and regulations 
5688—Kentucky Distilleries and Warehouse Co. vs. L. & 
R. R. Co. et al. 

November 14—Helena, Mont.—Special Examiner Gutheim: 
5882—Northwest Coal Co. vs. Union Pac. R. R. Co. et al. 
5982—Lindsay Walker Co. et al. vs. C. B. & Q. R. R. Co. et al 

November 14—Lebanon, Ky.—Special Examiner Carmalt: 
*5445—Cunningham, Duncan & Co. et al. vs. L. & N. R. R. Co 
*5490—Lebanon Commercial Club vs. L. & N. R. R. Co. 
*5910—Joe_C. Sims vs. L. & N. R. R. Co. 

*6003—J. A. Shipp & Son et al. vs. L. & N. R. R. Co. 

November 15—Argument at Washington, D. C.: 
5369—.Milburn Wagon Co. vs. Ann Arbor R. R. Co. et al. 
|, & S&S. 293—Refrigeration charges on fruits and vegetables 

from-Colorado to Kansas points. 
5811—Southwestern Missouri Millers’ Club vs. St. L. & 9. F. 
R. R. Co. et al, 


November 15—Cincinnati, O.—Chief Examiner Brown: 
5855—C. G. Blake Co. vs. M. St. P. & S. S. M. Ry. Co. 


November 15—Spokane, Wash.—Special Examiner Flynn: 
5538—Northern Mercantile Co. vs. Great Nor. Ry. Co. 
5539—Kroll Lumber Co. vs. Great Nor. Ry. Co. et al. 
5569—Holt Mfg. Co. vs. Ore.-Wash. R. R. & Nav. Co. et al 
5582—Ryan & Newton €o. vs. Nor. Pac. Ry. Co. et al. 
5615—Spokane Cycle & Supply Co. vs. Spokane Int. Ry. Co. 

et al. 
5621—Kulzer, J. G., vs. Great Nor. Ry. Co. et al. 

November 17—Minneapolis, Minn.—Special Examiner Gutheim: 
6069—Russell Creamery Co. vs. Gt. Nor. Express Co. 

November 17—Cincinnati, O.—Chief Examiner Brown: 

irth Section Application No. 703. 

November 17—Roswell, N. M.—Commissiner Clements: 

5571—State Corporation Commission of N. M. vs. A. T. & S. 
F. Ry. Co. et al. 

5875—Roswell Commercial Club et al. vs. A. T. & S. F. Ry. 
‘o. et al. 


November 17—Docket No. 4649, Pittsburg Steel Co. vs. P. & L. 


R. R. Co. et al., now assigned for hearing before Com- 
nissioner Meyer at Pittsburg, Pa., is canceled. 

November 17—Philadelphia, Pa.—Commissioner Marble: 
*4914—In the matter of rates, practices, rules and regulations 

governing the transportation of anthracite coal. 

November 17—St. Louis, Mo.—Special Examiner Carmalt: 

‘|. & S. 283—Lumber rates from Cairo, Thebes, Ill, and other 

oints to stations in Illinois and Fort Madison, Ia. 

*!. & &. 298—Rates on grain and grain products from East St 

Louis, Ill., and other stations to eastern points. 
November 19—Hearing of Docket No. 3218, Wickwire Steel Co 
vs. N. ¥. C. & H. R. R. R. Co. et al., now assigned before 
mmissioner Meyer at Buffalo, N. Y., is canceled. 
November 19—Kansas City, Mo.—Special Examiner Carmalt: 
*| & S, 276—Rates on baskets from points east to points west 
f the Missouri River. 

November 20—Albuquerque, N. M.—Commissioner Clements: 
9571—State Corporation Commission of N. M. vs. A. T. & 9. 
_F. Ry. Co, et al. 
59875—Roswell Commercial Club et al. vs. A. T. & S. F. Ry 

\ et al. 
November 20—Cedar Rapids, Ila.—Special Examiner Carmalt: 
|. & S, 290—Rates on packing house products from Cedar 
ipids, Ia., and other points, to St. Paul, Minn., Eau Claire, 
s., and other points. 
mber 21—Albuquerque, N. M.—Commissioner Clements: 
S. 266—Arizona wheat rates. 

Nove nber 22—Milwaukee, Wis.—Special Examiner Carmalt: 

08 ~_wimore-Benjomin Coal Co. et al. vs. C. & O. Ry. Co 

. al, 

November 24—Pittsburg, Pa.—Special Examiner Carmalt: 

l. & S. 248—Emlenton, Pa., petroleum rates. 

Noven ber 24—Washington, D. C.—Special Examiner Gerry: 

584 —Merchants & Mfrs. Assn. of Baltimore vs. Cape Charles 
m. R. Co. et al. 
*5623—Dixie Mfg. Co. vs. Balto. C. & A. Ry. Co. et al. 
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*5783—E. Richards vs. Norf. Sou, R. R. Co. 
*5809—Camden Iron Works et al. vs. Sou. Ry. Co. 


November 25—Philadelphia, Pa.—Special Examiner Carmalt: 

*6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 
P. & R. Ry. Co. et al. 

November 25—Washington, D. C.—Special Examiner Gerry: 

*5887—George B. Dilkes & Co. vs. B- & O. R. R. Co. et al. 

*5791—W. D. Weaver vs. West Shore R. R. Co. et al. 

*5828—Jefferson Milling Co. vs. B. & O. R. R. Co. 

November 26—Washington, D. C.—Special Examiner Gerry: 

*3921—U. S. of America vs. P. R. R. Co. et al. 

*4689—-U. S. of America vs. N. C. & St. L. Ry. Co. et al. 


November 28—Washington, D. C.—Special Examiner Gerry: 
*5954—E.. A. Eakle Lumber Co. vs. Norf. & West. Ry. Co. et al. 
*4903—Davidson Lumber Co. vs. Sou. Ry. Co. et al. 
*5930—Ford Brenner Lumber Co. vs. Va. & S. W. Ry. Co. et al. 
*6139—W. E. Pence & Bro. vs. C. & O. Ry. Co. et al. 


November 29—Washington, D. C.—S'pecial Examiner Gerry: 
*5581—-Citizens of Falls Church, Va., vs. Washington Utilities 
Co. 


December 1—Washington, D. C.—Special Bxaminer Gerry: 
*5278—Spring Coal Co. vs. Norf. & West. Ry. Co. 


DIGEST OF NEW COMPLAINTS 


No. —- ~Louden Machinery Co., Fairfield, Ia. vs. A T. & S. F. 
et > 

Unjust and unreasonable classifications and rulings covering 
shipment of agricultural implements in Western Classifica- 
tion. Cease and desist order and the establishment of just, 
reasonable and non-discrimination classifications asked for. 

No. 6254. Ennis, Brown Co., Sacramento, Cal., vs. Sou. Pac. 
Against a failure to absorb storage charges at Sacramento 

on beans, while the rules permit such absorption at S'tockton, 
Cal. Reparation demanded, 

No. 6255. Soloman-Wickersham Co., Bowie and Globe, New 
Mex., vs. Arizona Eastern R. R. et al. 

Unreasonable class and commodity rates from the east to 
Bowie and Globe. Just and reasonable rates asked for and 
reparation. 

No. 6256. — & Co., Bath, N. Y., vs. Buffalo & Susquehanna 
R. R. et al. 

Excessive charges by reason of having to furnish bulkheads 
or doors for grain cars. Reparation demanded. 

No. 6257. Bernower, Phil J., Lumber Co. vs. Baltimore & Ohio. 
Against demurrage charges on shipments of lumber, Albany 
Falls, Idaho to Canton, Ohio, due to alleged errors to follow 
shipping instructions. Reparation asked for. 

No. 6258. Fifer Caudle, Dalhart, Tex., vs. Union Pacific et al. 
Against a rate of 91 cents on potatoes from Eaton, Colo., to 

Higgins, Tex., as unjust and unreasonable. Demands reson- 
able maxima rates, not exceeding 58 cents, and reparation. 

No. 6259. Corporation Commission of Oklahoma, for the Rock 
Island Implement Co., vs. the Wichita Falls & Northwestern 
et al. 

Against excessive freight charges on a shipment of wagons 
from Hammond, Okla., to St. Louis, due to alleged errors in 
routing. Demand reparation. 

No. 6260. Salem Iron Works and the Anderson Steel Furnace 
and Boiler Works, Salem, Ore., vs. Southern and Northern 
Pacific. 

Alleges unjust, unreasonable and unlawful through rates on 
coke for the haul from Portland to Salem, Ore. Demands 
cease and desist order, and reparation. 


CONGRESSIONAL ACTION UNNECESSARY 


The National Association of Railway Commissioners, 
in view of the Shreveport case, now pending in the Su- 
preme Court, arrived at harmonious action respecting the 
Finn resolution which was tabled on Wednesday. A 
substitute resolution was passed to the effect that the 
association considered unnecessary and inadvisable new 
legislation at the present time to extend the powers of 
the Interstate Commerce Commission over purely intra- 
state rates. Chairman Clark stated emphatically that 
the Commission had no thought or desire of seeking 
such legislation, but that it sought and invited harmony 
and co-operation with the states. He believed that ex- 
perience and the needs of the public made manifest by 
time would point out the correct path of progress. 


HEARING POSTPONED. 

Hearing in the case, Docket No. 5698, Business Men’s 
League of St. Louis vs. Baltimore & Ohio Southwestern 
et al., scheduled for hearing before Commissioner Harlan 
at Chicago on October 27, has been postponed to a date 
to be set in November. 


Fe RIP DS 
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MORE STEEL CARS 


As a result of special efforts made by the Pullman 
Co. to expedite the delivery of new equipment to the 
New York, New Haven & Hartford Railroad, about 80 
per cent of the Pullman cars now in operation on that 
system are either all steel or of steel underframe and 
steel end construction. Furthermore, the Pullman Co. 
has just assured Chairman Howard Elliott that by De- 
cember 31 every Pullman car in use anywhere on the 
company’s lines will be of that construction. 

For some time now practically all the sleeping cars 
running between New York and Boston have been all- 
steel cars, or cars with steel underframes and steel plat- 
forms. This has also been true of all the parlor cars 
on the many through trains operated between Boston 
and New York. By November 1, the Pullman Co. has as- 
sured Mr. Elliott, all of the sleeping, combination and 
observation cars in use on the road will be of steel or 
steel underframe construction, and the few wooden parlor 
cars remaining then will have been replaced by January 1. 

There are required at this time of year, when the 
winter schedules are in effect, 155 Pullman cars, made 
up of 22 combination cars, 80 parlor cars, 45 sleeping 
ears and § observation cars. The summer service calls 
for 217 Pullmans. Work on cars for the New Haven 
at the Pullman shops will be rushed throughout the winter 
months in order that the extra cars required in summer 
will be of the same character as the others. 


TRAFFIC REPRESENTATION ABROAD 


The passenger department of the Chicago & North- 
western Railway Co. has established representatives of 
the traffic department in eighteen of the principal cities 
of Europe, including London, Liverpool, Glasgow, South- 
ampton, Antwerp, Rotterdam, Paris, Havre, Marseilles, 
Rome, Genoa, Naples, Berlin, Hamburg, Bremen, Frank- 
furt, Copenhagen and Christiania. 

These representatives are experienced and qualified 
to plan itineraries, quote rates, check baggage, arrange 
for payment of customs and supply maps and descriptive 
matter and assist in arranging all minor details incident 
to a trip from Europe to and through America over the 
Chicago & Northwestern Railway. 

The establishment of these offices in Europe will no 
doubt be greatly appreciated by the thousands of Ameri- 
cans who visit Europe annually, as they will find there 
well-equipped offices at their disposal for securing in- 
formation and assistance relating to travel in Europe, 
round the world, and for their return journeys. 

They will further add greatly in stimulating travel 
to and through the United States and will bring promi- 
nently to the attention of the European traveler the 
many attractions America has to offer to the tourist as 
well as the business man. 


RATES;TO PANAMA-PACIFIC EXPOSITION 


A. M. Mortensen, traffic manager of the Panama- 
Pacific Exposition, has just returned from the meeting 
of the Transcontinental Passenger Association, held in 
Chicago, October 1 to 3. The matter of passenger rates 
to San Francisco for 1915 was discussed at this meeting, 
but no definite action taken. 

The association voted to withhold action until its 
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next meeting, which will be held in San Francisco on 
March 25, 1914. At that time the passenger-rate question 
will be finally decided. 

Definite advice has just been received, through S. W 
Booth, agent Cunard Steamship Lines, that at a confe: 
ence of the British lines, held in London, October 
the matter of special rates on exhibits from European 
ports to the exposition was given consideration, and a 
similar basis of rates as has been placed in effect by 
all railroads of the United States was adopted by the 
steamship lines operating from Liverpool and other parts 
in Great Britain. 

This means that exhibits will pay the regular west 
bound rate to San Francisco, and at the close of the 
exposition may be returned free. 


HEARING ON REPORT FORMS 


An exceptionally interesting state of affairs was de 
veloped on October 27 during the hearing which the Com 
mission gave on the revision of report forms used by 
the Commission in receiving annual reports of carriers 
and carrier corporations within its jurisdiction. Th: 
object of the revision of the forms, of course, is with a 
view to making the statistics of more value to the Com 
mission and to the public. William J. Meyers, the statisti 
cian for the Commission, A, H. Plant, auditor of the 
Southern, representing a committee of railroad auditors, 
and U. G. Powell of the Nebraska commission went over 
the revised forms in a general way, but when W. § 
Carter, representing the Brotherhood of Locomotive Fire 
men and Engineers, took the floor he brought up the point 
that is really at issue; that is, the method and extent 
of reporting labor statistics. 

In effect he said that the labor statistics now gat! 
ered by the Commission do not meet the practical need 
which is that of information as to wages when there is 
a dispute that has been referred to arbitration. He said 
he had met Chief Stone of the engine drivers only a 
short time before he appeared at the meeting, but he 
assumed that Mr. Stone would back him up in the gen 
eral proposition that the statistics should be more ex 
haustive. 

“All we ask,” said he, “is that the Interstate Com 
merce Commission in gathering wage statistics shall not 
only be accurate but exhaustive, for passenger and freight 
We don’t want averages. We want statistics that will 
show what railroad employes are actually receiving. 

“The statistics on file with the Commission, furnished 
by the railroads, are used by the railroads to resist in 
creases of wages. They are given in averages. We want 
them more specific, so they will be of value in such 
matters.” 

Royal Meeker, chief of the Bureau of Labor Statistics 
who had been invited by the Commission to be present 
and present his views, said that his branch of the 
ernment service gathers data in respect to practi 
everything other than railroads. He thinks the lav 
stricts the gathering of such figures to the Commis 

Fred C. Croxton of that bureau was put forward 
Mr. Meeker as one having technical knowledge in 
gathering of wage and cost of living statistics. He 
gested that the forms calling for earnings of diff 
classes of employes should not be mixed with the s 
ules of wages. He thought possibly the Commission ! 
the schedules showing the rates of wages. 

“They have never been filed with this Commiss 
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aid Chairman Clark, “because they affect nothing over 
vyhich we have jurisdiction. Every man on a railroad 
has a schedule of the rates of pay.” 

Mr. Croxton said that that is true, but that there 
hould be some governmental agency which has the sched- 
ules of wages of every road, so that, in this day of media- 
ions and arbitration, all parties in interest could have 
data that could be challenged by neither side. He agreed 
with Mr. Carter that there should be semi-annual reports, 
one for winter and the other for summer wages and 
earnings. Annual reports are not frequent enough. 

The thing he thought most important is the stand- 
ardization of occupations. He directed attention to the 
fact that in the tentatively revised form, there is only 
one line for the wages of enginemen. He called attention 
to the fact that, while he has no knowledge on the sub- 
ject, at the hearing it was developed that enginemen are 
paid by the 100 miles, by the trip, and so forth, all based 
on a ten-hour day. Chairman Clark looked and suggested 
that that would be an almost impossible task. 

“Tl know it is difficult, but according to your own 
statement of the difficulty, I take it that the 
really the ten-hour day,” said Mr. Croxton. 

“Yes, but the man who makes the run in four hours 
gets as much as if he had worked ten hours.” 

“Yes, but his employment is for ten hours and, in 
theory, if the company required him, he could be required 
to put in the ten hours. The wage for the run is based 
on the ten-hour day.”’ 

Each witness Commissioner Meyer asked to draw up 
thinks would work. 


basis is 


a form which he 

“It is easy to criticize,” said C. I, Sturgis of the C., 
B. & Q. “We auditors have been hearing the criticisms 
for years. It is as much to the interest of the railroad 
to have accurate and satisfying statistics as it is to the 
employes. I am glad that Commissioner Meyer has asked 
of those who have been pointing out our short 
Suggestions are nebulous 
submitted we might 


each 
comings to make up forms. 
but if some tentative forms 
accomplish something.” 


were 


DISCUSSION OF PERISHABLE FREIGHT. 

The October number of National League Bulletin, 
the organ of the National League of Commission Mer- 
chants of the United States, reprints as its first page 
article an extended abstract of the paper on the regula- 
tion of transportation of perishable freight, presented by 
Charles Conradis, vice-president and general counsel of 
The Traffic Service Bureau, at the Third International 
Congress of Refrigeration. This paper was printed in 
full in Tue TRAFFIC WorLD. The same issue, the Bul- 
letin announces the 22nd annual convention of the league, 
to be held at Jacksonville, Fla., January 14, 15,16. Presi- 
dent J. J. Castellini, Cincinnati, O., and Business Manager 
R. S. French, 202 Franklin street, New York, have ar- 
ranged a program which will include some very promi- 
nent and interesting speakers. 


OKLAHOMA CUTS EXPRESS RATES. 

The Supreme Court of Oklahoma has affirmed the 
Order of the corporation commission of 1909, providing 
for a large reduction in rates on shipments by express 
Within the state. Slight modifications have been made 
in the order of the commission, but they do not ma- 
terially change the rates. It is estimated that the four 
®xpress companies involved will be obliged to refund 
Something like $600,000 to shippers within the state. The 
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order makes a general reduction of about 21 per cent in 
the present rate, with some few exceptions. 


MINNESOTA DISTANCE RATE ON JANUARY 1. 

It is expected by the Railroad and Warehouse Com- 
mission of Minnesota that the new freight schedules 
required by the Cashman distance tariff will be ready 
shortly in preparation for the going into effect of the 
new law on January 1. As soon as the schedules are 
prepared they will be submitted to the several carriers, 
with an order to show cause why they should not be 
made the law of the state. The commission has had some 
difficulty in the preparation of the new schedules, as the 
whole thing calls for an almost complete upsetting of 
the old system of rates. 


SHIPPING CHICKENS IN WISCONSIN. 

An act was passed by the Wisconsin legislature, at 
its session of 1913, in regard to the shipment of chickens 
within that state, which provides that they shall not be 
shipped confined in coops unless such coops are at least 
13 inches in height, and are covered at the top by wires 
or screening containing meshes not to exceed one inch 
in size. A general proviso, in addition, is that chickens 
shall not be shipped in any such crowded condition as 
to endanger the well-being of the chickens during the 
course of transportation. The act takes effect Jan. 1, 1915. 


SOUTHWESTERN TARIFF COMMITTEE. 

The executive committee of the Southwestern Tariff 
Committee has assigned to F. A. Leland, chairman, cer- 
tain duties concerning the preparation for the defense 
of the carriers in complaints pending before the Inter- 
state Commerce Commission involving rate adjustment in 
the tariff of that committee. On this account, and effect- 
ive November 1, J. D. Watson has been appointed vice- 
chairman, and will be connected with the work to which 
reference has been made. 


ERIE TRAFFIC CLUB. 

The Traffic Club of Erie held a smoker on October 
28, at which time about 100 members were present. The 
speakers of the evening were: D. S. Roberts, G. A, 
Kansas City Southern, Pittsburgh, and Hon. Paul A. Ben- 
son, associate judge, Erie County Courts, Erie, Pa. A. A. 
Martin, general manager, California Touring Co., gave 
an illustrated lecture on Southern California. After the 
lecture a buffet luncheon was served to the members. 


CINCINNATI TRAFFIC BRANCH 
The November regular meeting of the Traffic Branch 
of the Cincinnati Chamber of Commerce will be held at 
the Business Men’s Club, at 6:30 p. m., November 10. 
The business session will be preceded by the usual in- 


formal supper. The principal speakers of the evening 
will be H. S. Noble, assistant manager, Mutual Transit 
Co. of Buffalo, N. Y., who will address the members on 
the subject of “Transportation of Package Freight via 
the Lakes,’ and J. F. Morton, traffic manager, Chicago 
Association of Commerce, whose subject will be “The 
Proper Method of Handling Package Cars.” 


WOODEN BOX STANDARDIZATION. 

B. F. Masters of Chicago has been appointed chair- 
man of the Standardization Committee of the National 
Association of Box Manufacturers. He succeeds C. F. 
Yegge of Chicago, resigned. 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


FRED E. SIGNER. 

Fred E. Signer, commissioner the Association of 
Lake Lines, Buffalo, N. Y., was born at Buffalo and 
educated in the public schools of that city. He entered 
railroad service in 1886 as clerk with the Buffalo, New 


FRED E. SIGNER, 
Commissioner Association of Lake Lines. 


York & Philadelphia Railroad, and served from that time 
until 1898 in various clerical capacities with the Chicago 
& Atlantic at Chicago, Southern Pacific & Los Angeles, 
Chicago & Alton at Chicago and the Wabash at Chicago. 
He represented the Wabash Railroad on the Chicago 
Board of Trade from 1898 to May, 1900, and was agent to 
the Wabash & Lackawanna Despatch from May, 1900, to 
April, 1902. He became general freight and passenger 
agent of the Cincinnati. Richmond & Muncie Railroad at 
Richmond, Ind., and served there until 1903, when he 
was appointed general manager of the Lehigh & Wabash 
Despatch, with headquarters at Detroit, and later at Chi- 
cago. In the latter part of 1905 the general manager’s 
office of the Fast Freight Lines operating in connection 
with the Wabash Railroad were abolished, and he was 
appointed assistant general freight agent of the Wabash 
at St. Louis in 1906, in charge of all fast freight lines 
operating in connection with that system. In November, 
1906, he became general freight agent Wisconsin Central 
Railroad, with headquarters at Milwaukee, and later at 
Chicago. He was also general freight agent of the Min- 
neapolis, St. Paul & Sault Ste. Marie following the 
absorption of the Wisconsin Central by that line, and 
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was in charge of the Chicago division, or what was fo: 
merly known as the Wisconsin Central. He remained 
there until 1910, when he became commissioner of the 
Association of Lake Lines, as noted at first. 


PERSONAL 


C. H. Jackson has been appointed commercial agent 
of the Ann Arbor Railroad, Pittsburgh, Pa., vice G. A. 
Weller, promoted. D. M, Reynolds has been appointed 
traveling freight agent at Pittsburgh. 

J. M. Guild, commissioner of the Omaha Commercia! 
Club, has been chosen by the Commercial Club of Dayton 
O., as commissioner on a three-year contract. Mr. Guild’s 
efficient work in connection with the relief service fol- 
lowing Omaha’s visitation by tornado in March, is said 
to have had much to do with his selection by Dayton. 
His official title in this Dayton work will be that of ex 
ecutive secretary to the Greater Dayton Association, a 
body of many thousands of citizens. 

J. D. Watson, assistant general freight agent, St. 
Louis Southwestern, having resigned to accept service 
elsewhere, the duties heretofore performed by him have 
been assigned to J. E. Allen, assistant general freight 
agent. W. S. Cornell has been appointed assistant general 
freight agent. 

Harry E. Wilson of Seattle, Wash., upon the expira- 
tion of his term as member of the Public Service Com- 
mission of Washington, has established offices in Seattle 
for the practice of law, making a specialty of practice 
before state public service commissions and the Inter- 
state Commerce Commission. 

J. W. Rhodes has been appointed export and import 
agent, Illinois Central Railroad, Chicago, vice C. A. Flor- 
ence, deceased. 


The following appointments of the Illinois Central 
Railroad are effective November 1: L, W. Hazlehurst, 
assistant commercial agent, Chicago, vice J. W. Rhodes 
appointed export and import agent, Chicago; B. T. Breck- 
enridge, commercial agent, Evansville, Ind., vice Mr. Haz 
hurst: B. W. Fredenburg, commercial agent, Indianapolis 
Ind., vice Mr. Breckenridge; W. C. Pfeifer, traveling 
freight agent, Detroit, Mich., vice Mr. Fredenburg; H. E. 
Shutt, contracting freight agent, Detroit, Mich., vice Mr. 
Pfeifer. 

Jos. P, O’Donnell has been appointed traffic manag: 
Kansas City, Mexico & Orient Railway Co. of Texas, wit 
headquarters at San Angelo, Tex., vice F. A. Nelson, r 
signed to engage in other business. 


H. Atkinson has been appointed traveling frei: 
agent for Philadelphia-New Orleans Transportation | 
with office Pier 19, North Delaware avenue, Philadelp! 

L. W. Miller has been appointed soliciting freigh 
agent for Philadelphia-New Orleans Transportation 
Philadelphia, Pa., with office Pier 19, North Dela 
avenue. 

W. H. Rickey has been appointed soliciting frei: 
agent for Philadelphia-New Orleans Transportation 
for state of New Jersey, with office 23 West State st 
Trenton, N. J. 


STATE COURT FOR RAILROAD SUITS. 
Senator Kenyon has introduced.a bill in Congress 
providing that state courts be given jurisdiction in all 


suits against railroads for damages in which the clains 


are for $100 or less. 
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THE TRAFFIC WORLD 


Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


ELECTRIC VEHICLE ASSOCIATION 


The fourth annual convention of the Electric Vehicle 
Association of America was held at the Hotel La Salle, 
it Chicago, on October 27-28. A large number of valu- 
able and interesting papers were presented covering all 
sides of the electric vehicle question, its service, the 
central station, co-operation between manufacturers and 
central stations, and various details of the business. 

Following the presidential address of Arthur Williams 
were reports of secretary and treasurer and of various 
committees. These occupied the morning session of Oc- 
tober 27. At the meeting of the afternoon session re- 
ports were received from the various sections: Chicago, 
New England, New York Electric Vehicle Association 
and the Electric Motor Car Club of Boston. 

The most interesting paper, from the point of view of 
THE TRAFFIC WORLD, was that on “Traffic Problems and 
the Automobile,” by Dr. E. E. Pratt, manager Industrial 
Bureau, Merchants’ Association of New York. F. Nelson 
Carle of the General Vehicle Co. presented a paper on 
“The Merchant, the Central Station and the Electric 
Truck,” and a paper on “Co-operation Between the Blec- 
tric Vehicle Manufacturer and the Central Station” was 
presented by E. L. Callahan. The Tuesday sessions were 
taken up by papers on Charging of Storage Batteries in 
Unattended Garages, Electric Vehicle Salesmanship, the 
Electric Vehicle in Department Store Service, Past, Pres- 
ent and Future of the Electric Power Wagon, reports of 
committees, etc. 

The election of officers resulted as follows: Presi- 
dent, Frank W. Smith, United Electric Light & Power 
Co., New York; vice-president, John F. Gilchrist, Common- 
wealth Edison Co., Chicago; secretary, Harvey Robinson, 
New York Edison Co., New York; treasurer, Day Baker, 
General Vehicle Co., Boston. 

In the way of entertainment the attendants at the 
convention were liberally provided. On Monday evening 
they enjoyed a dinner at the La Salle, followed by a ride 
in electric vehicles among the south side garages, the 
trip occupying the time from 8 until 10:30. Upon the 
return was a smoker and cabaret performance in the 
Grand Ballroom of the Hotel La Salle. 

One of the particularly interesting features occurred 
on Tuesday, when a luncheon tendered by the Common- 
wealth Edison Co. of Chicago was enjoyed by some 250 
members of the association. At this luncheon L. A. Fer- 
guson, Commonwealth Edison Co., presided, and intro- 
duced Mr. Hayden Eames of Cleveland as a pioneer in 
the electric vehicle business, who gave an extremely in- 
teresting talk upon the subject of Co-operation. Frank 
W. Smith, the nominated candidate for the presidency of 
the association, addressed the meeting briefly. 

The paper presented by Dr. E. E. Pratt, manager in- 
dustrial bureau, Merchants’ Association of New York, 
considered first the matter of injury to streets from over- 
loading of auto trucks, the ordinance introduced in New 
York prescribing license fees in ratio with width of tire, 
Weight per wheel and width of vehicle, the causes and 


prevention of accidents, etc. The more important part of 
his paper as relating to traffic is as follows: 

More serious, from an economical standpoint, how- 
ever, are the conditions at docks and terminals. Here 
again, the chief difficulty seems to be the mixing of the 
different classes of traffic. The wagon traffic all along 
the line—on the street, in the railroad yard, at the steam- 
ship dock—slows up the whole traffic machine. It not 
only slows up the actual movement of vehicles, but the 
activities of the men as well. There have been ample in- 
vestigations which show the conditions in our large cities. 
The chief causes of delay at docks and terminals may be 
summed up as follows: 

(a) Insufficient facilities on the docks and piers 
themselves, which make the receipt or delivery of freight 
unreasonably slow. 

(b) Inadequate methods of handling freight on the 
platforms. For example, one firm employs checkers by 
the hour. When the work is done, their pay stops. The 
result is that their work is slow and teams are held up in 
consequence. 

(c) Lack of co-operation on the part of the shippers. 
Usually, the closing time at a terminal is fixed and well 
known to shippers and drivers. Too often the result is 
that facilities which are adequate during a large portion 
of the day become badly congested just before the terminal 
is closed. This is, perhaps, natural, but demonstrates that 
the shipper, as well as the railroad and steamship line, 
has some responsibilities. 

The problem of street surfaces is one of the most im- 
portant of all the various phases of the traffic problem. It 
is easy enough to say that streets should be built with 
surfaces adapted to the needs of traffic—automobile traffic, 
if you like. It is quite a different proposition to deter- 
mine what that particular type of street surface actually 
is. For example, I talked with two engineers, each well 
versed in automobile traffic. The one said, “Without doubt, 
asphalt is the best kind of pavement for automobiles;” 
the other said, “Without doubt Belgian block is the best 
kind of pavement for automobiles.” Other engineers have 
confirmed both statements. I doubt very much whether 
anyone can speak with absolute authority on this very 
important question. 

Let us take, for a moment, the simple question of 
asphalt as a surface pavement. Two conditions are to be 
guarded against. On account of automobile traffic the 
asphalt must be made hard enough to resist the disin- 
tegrating effects of the oil used in the machines. On the 
other hand, the asphalt must not be made so hard that it 
will crack in cold weather. Exactly what the happy mean 
is no one knows, and a successful composition is being 
attained only by slow experimentation. 

These are only a sample of the difficulties which have 
been caused by the sudden introduction of a new method 
of conveyance. Engineers find that the effects of the auto- 
mobile on asphalt are especially disastrous and that it goes 
to pieces much more rapidly under automobile traffic, even 
of the lightest kind, than under the conditions which ob- 
tained before the introduction of automobiles. For ex- 
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ample, the heavy stages on Fifth avenue wear distinct ruts 
in the streets, especially where they turn corners. There 
they seem to throw up the asphalt much as they would 
thick, heavy mud. Automobile traffic shows a tendency to 
create holes in the street at the further side of manholes, 
gratings, car tracks, or street crossings. The action seems 
to be that the automobile bounces over the small obstruc- 
tion and comes down with a thud on the other side. Hun- 
dreds of vehicles doing this every day results, very soon, 
in a considerable depression. At cab stands or other 
places where automobiles are accustomed to wait, ruts 
quickly result, necessitating the relaying of the surface. 

These are not theoretical conclusions, but the result 
of careful investigations. It is distinctly “up’to the auto- 
mobile man” to show our municipalities a way out, if he 
does not care to pay the bill. 

A number of ways have been suggested, from time to 
time, for the purpose of relieving traffic congestion, such 
as overhead roadways for either pedestrians or vehicles, 
one-way streets, and a suggestion of your president that a 
large part of the heavy freight traffic be carried on at 
night. One-way streets have been inaugurated in many 
cities and have worked out with considerable success. 
Except where physical limitations have prevented, traffic 
has shown a tendency to right itself and to readjust to 
changing conditions. At one time, it was thought that 
passenger bridges over Broadway were absolutely neces- 
sary, on account of the streams of vehicles. Gradually, 
however, the teamsters learned to avoid the most con- 
gested streets, and to-day no one thinks of bridges for 
any part of Broadway. The same is true of the most 
congested cross streets, where conditions are constantly 
being readjusted. But at piers and terminals which are 
absolutely fixed, traffic cannot be readjusted, and hence it 
is at the mercy of the terminal companies. 

But the automobile has not only meant traffic compli- 
cation. It has added certain difficult and complexing fea- 
tures to our street traffic, but it has also definitely assisted 
in relieving traffic problems in certain ways. 

In many ways, the automobile has considerably re- 
duced the amount of traffic in the streets. 

(1) In the first place, supposing the volume of goods 
to be hauled remained constant, the automobile has reduced 
the number of vehicles on the streets. This is due, of 
course, to the larger capacity of the individual vehicle. If 
the total volume of our traffic had increased as it has, and 
only horse vehicles were used, the congestion of traffic 
would have been a far more serious problem than it is 
to-day. 

(2) In the second place,. the automobile takes up 
much less space in the street, either in motion or while 
being loaded, and occupies less space in storage than a 
horse-drawn vehicle of the same capacity. 

A single-horse delivery wagon has an overall length 
of about 18 ft. and occupies 90 sq. ft. of area. . To house 
this one-horse vehicle demands 114 sq. ft. of ground space. 
The business motor vehicle, which, on the average, could 
do as much work as two of the one-horse delivery wagons, 
has an overall length of about 10% ft., or a total of 60 
sq. ft. of area, whether on the street or in the garage. 
Here is a saving of valuable street space of practically 
33% per cent and approximately 60 per cent for storage. 
For larger capacity vehicles the comparison is more start- 
ling. A five-ton horse truck needs 25 ft. on a street, or a 
space of 200 sq. ft. The stabling of one of these horse 
equipments represents 281 sq. ft. <A five-ton motor truck 
of equal capacity and doing as much work, in some cases, 
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as a half dozen two-horse teams, takes up only 176 sq. ft 
on the street or in the garage. 

(3) Just as important as either of these points is th« 
flexibility of the automobile. Unlike the horse-drawn ve- 
hicle, it can thread its way through traffic, go forward o1 
backward without difficulty, can stop or start without 
delay. It is more easily controlled, and, therefore, less of 
a cause of traffic delays. 

(4) The speed of the automobile itself reduces traffic 
congestion. The quicker movement of the self-propelled 
vehicles means an actual lessening of time elapsed in pass- 
ing through a given street area, thus increasing, by many 
times, the amount of traffic which can be carried on in that 
street. 

(5) Among the economies of the automobile I had 
hoped to include a reduction in the amount of street clean- 
ing, but I find that the automobile has not reduced it to 
any considerable degree and may even have increased it 
It seemed plausible that, with the replacement of the 
horse, the amount of refuse deposited on the street would 
be decreased. This is true, but the automobile has created 
a problem all its own. 

In the olden days of horses, most of the traffic was 
comparatively slow. To-day, however, the rapidly moving 
cars raise clouds of fine dust, which not only annoys the 
occupants of the cars, but the pedestrians as well. The 
automobile has, therefore, made it necessary to take care 
of this fine dust which, until recently, was unimportant. 
No effective method has yet been found of ridding th: 
streets of this fine dust, and it looms up to-day as the 
one big problem of street cleaning. 

Still further economies, however, might be found in 
the use of the automobile. One of the large steamship 
companies has put in a fleet of electric trucks which have 
completely superseded that survival of middle age bar- 
barity known as the hand truck. Why the hand truck, 
man-driven, survives in an age of machines like this is 
inexplicable. Neither stupidity nor actual petty graft at 
our steamship and railroad terminals explains it. These 
electric trucks operate from the receiving platforms di- 
rectly to the ship and not only eliminate many rehandlings 
but effectually prevent congestion on the pier. 

There is no reason why an electric truck could not be 
designed which would accomplish the same thing at rail- 
road terminals. The conditions are a little more difficult 
on account of the small size of the railroad car. It is 
conceivable that such a truck could make transfers direct 
from nearby merchants or manufacturers to the freight 
cars without any intermediate handling. 

In street cleaning also large savings are possible by 
means of automobile traction. Automobile street-cleani 
machines have been invented, but so far a successful mode! 
has not been produced. It is estimated, however, that 
the collections of ashes and garbage were made by a 
mobiles, not less than one-third of the annual exp: 
would be saved. 

The biggest problem which confronts the manufacturer 
located in a large city to-day is the trucking problem 
is a tax on his incoming raw materials and a tax on hl 
outgoing finished products. Sometimes the item of t! 
ing alone is the chief item in the expense of placing 
article on the market. Often the cost of truckin: 
greater than the cross-country haul. The cost of truc 
not only affects shipment by freight, but enters as ' 
although indirectly, into shipments by express and pa! 
post. The very fact that the city is large adds to 
cost of trucking because it adds to the stable or gars 
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The First G. V. Electric Truck | 


is the Cornerstone of a 
Better Delivery Service 


You doubtless remember the fable of the census taker who interviewed the lioness and was 
told, ‘‘Only one, but that one is a Lion.”’ 


All motor trucks are good trucks, but some are better than others for the grind of years. 
The ‘‘rabbits’? and what not are far more numerous than the ‘‘lions.’’ The right design and 
construction give the G. V. Electric fibre and stamina for battling with operating conditions. 


Make your first truck—especially if you can buy but one just now—a G. V. Truck! Start 
right. Get a foundation you can build on or add to. Your cornerstone should be the best 
intensive delivery truck made, and that is the G. V. 


Even one G. V. Truck will make your service more elastic, more dependable, more efficient 
as to cost per mile or unit of delivery. 


Send for catalogue 104 and other data about our new and exclusive improvements. 


General Vehicle Company, Inc. 


General Office and Factory 
Long Island City, N. Y. 


New York Chicago Boston Philadelphia 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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expense; it adds to the cost of feed and supplies and all 
the other accessories. The cost of trucking is not merely 
what it costs to run a truck from the warehouse to the 
terminal and return. It includes the cost of congested 
traffic, the cost of long waits at terminals, the cost of 
breakdowns and traffic delays on the streets, to say nothing 
of horses quickly used up and machines rapidly deteriorat- 
ing. 

There can be no real solution of the trucking prob- 
lem, however, until a systematic scheme of freight ter- 
minals has been worked out which will make it possible 
to deliver freight at a terminal nearest the consignee. 
The physical terminal should be. arranged in such a way 
as to give the truck of the consignee rapid and efficient 
service. If a distributor or manufacturer is to employ 
automobile trucks successfully, he must be able to load 
and unload them quickly and to avoid delays and unneces- 
sary waits. The large fixed investment in the automobile 
has brought this more clearly before the users of trucks 
than ever before. The physical limitations of horse trac- 
tion always gave some shadow of an excuse for delays. 
The horse had to be rested; delays here and there at 
warehouses or terminals afforded these necessary oppor- 
tunities. But the tireless automobile is a great machine 
which can go on tirelessly if necessary, and hence delays 
are now actual money losses. 

The automobile has raised new traffic problems, some 
of which I have just hinted at. The automobile has also 
contributed to the solution of traffic problems. If all our 
street traffic were motorized there is little doubt that 
many of the most difficult traffic problems would be solved. 
It is estimated that the total volume of traffic could be 
handled by motor with one-fourth the present congestion, 
or that four times the present volume could be handled 
with no more congestion than exists on our streets at 
present. 

The commercial automobile is no doubt capable of 
much wider utility than seems possible to-day. But its 
use is largely limited by conditions entirely outside of 
the machine. Owners of automobile trucks have prac- 
tically abandoned using them at the piers and freight 
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terminals in Manhattan. It is only the man who has an 
occasional shipment at the docks and piers who ventures 
to send an automobile truck there and subject it to long 
delays that almost inevitably result. Until these traffic 
problems are solved the usefulness of the automobile is 
considerably curtailed. 

The automobile manufacturer must wake up to the 
fact that the making of automobiles is only one part 
his business; that unless he is close to the job, he is n 
going to continue at the old stand very long. There a 
truck manufacturers who never heard of traffic congestio 
just as there are pleasure-car makers who never heard 
good roads. The latter have almost disappeared; 


POSITIONS WANTED OR OPEN 


WANTED—Competent, efficient young man to take 
charge auditing department short line railroad; 
have had executive training; also initiative, in order to 
handle every feature of the work. Students, Dopers or 
Boozers not considered. Inclose ample references in 
first letter; say with whom you have seen service; state 
age, how soon could report, what salary wanted, what 
size family. Address X. Y. Z, care Traffic World, Chicago 


must 


TRAFFIC MANAGER, diplomatically aggressive and 
progressive, with 25 years’ actual railroad and industrial 
experience, all of which have been successful, now em- 
ployed by one of the largest shipping industries in the 
Southeast, desires to form new connection. Best of rea 
sons and references will be given, both of which will 
satisfy the most exacting. Address T. M.-27, care The 
Traffic World, Chicago, Ill. 


Excellent opportunity for manufacturing or mercantile 
concern, particularly mail order firm, to procure services 
of an OFFICE MANAGER AND CORRESPONDENT. 
Thoroughly familiar with every feature of traffic work— 
nine years’ experience in actual railroad service. Phe 
nomenal success in profitable collection in freight loss 
and damage claims. Past four years office and traffic 
manager of large mail order house. Address G-62, The 
Traffic World, Chicago. 


Wanted Position—-Young man, 33 years of age, twelve 
years’ traffic experience with railroads and three years 
with commercial organization. Qualified in every respect 
to handle all traffic matters. Address AL-75, Traffic World, 
Chicago. 


Wanted—Man thirty-four years of age, with 
railroad and industrial experience, desires position 
CHARGE OF TRAFFIC. Thoroughly qualified by trail 
ing and experience to handle every feature of indus 
traffic work. Address G. B.-96, Traffic World, Chicago 


TRAFFIC MANAGER—A position of unlimited 0; 
tunity is open with big, new, rapidly growing mereat 
dise house. The man for this position must know r 
classifications, New York terminals, originating lines 
of New York, and connections north, west and s 
No man can live in this position unless he can 
himself, teach others to work and build up an orga 
tion. Only men with industrial experience will be 
sidered. Write fully, giving age, experience, nation 
references and salary expected. Replies treated 
dentially and no references consulted until after ‘rs! 
interview. Address Traffic World, N. Y.45. 
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Freight Classification—J. F. Strombeck 
Decisions of the Interstate ene Cae 23 Volumes 
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Railroad Freight Rates, witb ead Tables, ery Explaining Re euat 
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How They Do It; McPherson 1 
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Commission Regulation of Public Utilities—A compilation and analysis of 
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the Laws Relating to Street Railways 
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Railroad Administration— With Numerous Charts and Folders; Morris. 2 15 
American Railway Transportation—A Hand-book of Information Upon 
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The American Transportation Question—Rates, Service, Financial Re- 
turn, Valuation, Efficiency, Discrimination. ete., Analyzed: Dunn. 
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former will quickly disappear unless they extend the range 
of their vision to include the problems which the con- 
sumer has to face. 

The automobile dealer, and especially the dealer in 
automobile commercial vehicles, must realize that his 
work does not end in selling automobiles. Users of motor 
trucks complain that they cannot get satisfactory instruc- 
tions in the operation of their cars; in other words, they 
cannot get service. The automobile concern which defines 
service as “profitable repairing” is way down in the rut 
and not likely to come out. Service means the care of 
the machine after installation. Care means intelligent 
care, and that service very few users are getting. The 
selling organization is the place where the user of trucks 
should go and be able to get the advice for which he now 
pays a transportation expert. The sad part of it is that 
once a truck is sold, the seller forgets about it until some 
time later he finds that Mr. User has bought another 
machine somewhere else, and then there is much wailing 
and gnashing of teeth. If these, then, are the conditions, 
where it would be expected that self-interest would pro- 
duce results, what can be expected in the case of a sub- 
ject so remote from the automobile selling organization 
as traffic congestion? 

Both automobile manufacturers and automobile sales- 
men must take an interest in these bigger problems. They 
absolutely cannot stand off and say of the laws which are 
passed, “Unfair! Unfair!” or of the conditions in our 
streets and at our terminals, “Uneconomical! Uneconom- 
ical!” unless they can point out the way to better things. 
The manufacturer and the salesman have more expert 
knowledge, or at any rate, more access to expert knowl- 
edge, than those of us who are on the outside. But, unless 
this information is brought forward and used, “unfair 
legislation” will continue and “uneconomical” conditions 
will be found at our terminals. 

What is most needed to work out a solution of these 
traffic problems is a thorough study of both phases which 
I have mentioned. There should be a commission of ex- 
perts appointed by the state or city, which would be 
charged .with studying, first, the sources of accidents re- 
sulting from automobiles; second, the wear and tear on 
street surfaces due to automobile traffic, and, third, the 
whole subject of traffic delays on streets and at terminals 
and docks. 

The automobile people themselves, makers and dealers, 
should take a vital interest in these bigger problems, at- 
tempting.to get at the truth rather than merely setting 
their faces against every scrap of restrictive legislation 
which affects the automobile. 


CAR SURPLUS AND SHORTAGE 


Statistical Bulletin No. 153-A of the American Rail- 
way Association gives a summary of car surpluses and 
shortages by groups from July 4, 1912, to Oct. 15, 1913: 

Total surplus—Oct. 15, 1913, 37,198 cars; Oct. 1, 1913, 
41,994 cars; Oct. 10, 1912, 22,810 cars. 

Compared with the preceding period, there is a de- 
crease in the total surplus of 4,796 cars, of which 1,451 
is in box, 208 in flat, 1,939 in coal and“1,198 in miscel- 
laneous car surplus. The decrease in box car surplus 
is in Groups 2 (Ohio, Indiana, Michigan and western 
Pennsylvania), 4 (the Virginias and Carolinas), 6 (Iowa, 
Illinois, Wisconsin and Minnesota), 7 (Montana, Wyo- 
ming, Nebraska and the Dakotas) and 8 (Kansas, Colo- 
rado, Oklahoma, Missouri and Arkansas). The decrease 





in flat car surplus is in Groups 2 (New York, New 
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Jersey, Delaware, Maryland and. eastern Pennsylva: ' 
3, 8 (as above) and 9 (Texas, Louisiana and New \jex. 
ico). The decrease in coal car surplus is in all groups 
except 1 (New England Lines), 6 (as above) and || 
(Canadian Lines). The decrease in miscellaneous ca 
surplus is in Groups 4, 6, 7, 8 (as above) and 10 (\ 
ington, Oregon, Idaho, California, Nevada and Ariz 
Total shortage—Oct. 15, 1913, 43,246 cars; O 
1913, 31,620. cars; Oct. 10, 1912, 54,389 cars. 
Compared with the preceding period, there is a1 
crease in the total shortage of 11,626 cars, of which 
is in box, 153 in flat, 2,109 in coal and 1,621 in miscel- 
The increase in box car shortage 


f 


laneous car shortage. 
is in all groups except 1 and 2 (as above). The in 
crease in flat car shortage is in all groups except 56, § 
and 10 (as above). The increase in coal car shortage 
is in all groups except 1, 6 and 11 (as above). The in 
crease in miscellaneous car shortage is in Groups 6, 
7 and 11 (as above). 

Compared with the corresponding period of 1912 
there is an increase in the total surplus of 14,388 cars 
of which 9,935 is in box, 1,877 in flat, 3,053 in miscel 
laneous, and a decrease of 477 in coal car surplus. Ther: 
is a decrease in the total shortage of 11,143 cars, 
which 7,728 is in box, 1,966 in flat, 2,395 in coal and an 
increase of 946 in miscellaneous car shortage. 

Detail figure follow: 

SURPLUSES. 








Coal, 
Gondala 
and Other 
Date. Box. Flat. Hopper. Kinds. 
Oct. ‘Se )) a 2,956 6,014 13,592 
Oct. Dy es bins a oe 16,087 3,164 7,953 14,790 
Sept. 14, 1913. .32,398 2,735 8,714 17,906 
Aug. BG. WOR... ce care 2,951 8,293 22,253 2 
July OS eae. 35,111 3,221 13,203 2 2 
oume 16, BOER... 2082 Oman 3,272 11,098 l 
May Bibs. Es So cv nie os 23,299 3,286 12,267 22,417 2 
April 15, 1913. « «22,744 3,967 21,845 22,159 7 
March 15, 1913.........17,632 2,915 17,867 19,584 
Feb. | a. err 16,809 5,254 12,243 18,394 
Jan. | eee 19,779 4,531 12,151 16,769 2 
Dec. i. Md. a bones s 5,713 2,981 6,602 11,318 6,614 
Nov. Se: eer 4,542 ,577 6,167 10,077 f 
Oct. BO. BOBS ccc citien ts Sokee 1,197 5,123 8,790 7,2 
ae Ye o> Se --. 8,051 1,364 6,194 10,845 7 
Bie. Tr BOBS. ccs dccve 14,180 1,853 5,293 14,721 0 
Aug. ie Sn te re sr oceeil 28,03 2,144 11,964 23.762 
July G) Bsc ba ccceseee 3,038 13,242 24,789 
SHORTAGES. 
Coal, 
Gondala 
and Other 
Date. Box. Flat. Hopper. Kinds 

Oct. Di: BE a tea kde 25,021 2,110 12,502 3,613 
Oct. = eae 17,278 1,957 10,393 1,992 
Sept. De Bins doses be 11,072 1,423 7,73 1,368 
Aug. Pr aes skewadh 5,716 1,746 7,038 228 
July sain te o's 3,161 921 1,826 967 
June Dee Mss bse dces 3,205 1,633 2.033 328 
May 8 See 3,881 2,449 4,226 419 
April eS has ois: ok 7,181 1,965 2,196 1,875 
Miasen 86, IOI. os... 0: 12,651 1,856 3,776 1,940 
Feb. & 19,184 1,750 7,196 2,387 
Jan, ih. a 2,093 3,509 1,620 
Dec. i Sere, FO 3,797 15,403 5,275 7 
Nov. Eo «>» «aug 4,794 18,172 7,502 ‘ 
Oct. O6; SOB. oc ccc 40,356 5,03¢ 18,376 3,504 7.271 
Sept. Diy Beas 2 62s ce teeee 3,569 11,711 1,973 : 
Aug. i a 14.907 3,179 7,008 1,203 é 
Aug. i Ease setess 4,197 2,245 2,779 173 
July ee ok es 3,461 1,856 1,036 354 7 


EXHIBITS AT PANAMA-PACIFIC EXPOSITION. 

Exhibittors at the Panama-Pacific Internationa! Ex 
position may have their exhibits delivered right on thé 
grounds from car or ship. The exposition has its ow! 
freight ferry slip, which may be entered by car ‘oat 
bearing the cars with exhibits. The cars may t!] 
taken to the desired building over the rails of ¢ ex: 
position’s standard-gauge railway system. The exp ‘tion 
has also its own harbor and docks, where vessels ‘rom 
all parts of the world may moor and discharge c: 20€5: 
No transhipment will be necessary from time o first 
loading on car or ship. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

@ Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Il. 
131 State Street, Boston, Mass. 17 Battery Place, New York, N.Y 


Pier 5 North Wharves, Philadelphia, Pa. Pier | Pratt St., Baltimore, Md. 
626-630 Common Street, New Orleans, La 
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Is This Space Utilized In Yur Plant? 


OTE how a Revolvator tiers cotton bales 

seven and eight high, or higher. Space 
near the ceiling, which in many plants is 
wasted, is utilized, and the maximum capacity 
of warehouse is obtained. 

By means of an electric Revolvator two bales can 
be easily elevated at one time and shoved off directly 
in the place waiting for them, only one man actually 
necessary. 

The Revolvator is similarly adapted for stowing 
barrels, cases, etc. 

If interested in reducing your labor costs and 
increasing the capacity of your warehouse, ask for 
a copy of our Bulletin, T. W. 18, “Scientific Tier'ng.” 
New York Revolving Portable Elevator Co. 
364 GARFIELD AVENUE 41A JERSEY CITY, N. J 


Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA —CHARLESTON —NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,”’ ‘‘Ruby,’’ “Robert M. Thompson’”’ 


Every Ten Days 


Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 


CONNECTIONS. 


At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. R., Philadelphia & 
Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Transportation Co. 

At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 


Texas & Pacific Ry. 


G. B. DOWDY, Traffic Manager, 


. L. LANE, Agent, 
Pier 19, N. Delaware Ave., Philadelphia, Pa. 
- F. KNIGHT, General Agent, 
Girod Street Landing, New Orleans, La. 
. J. JERNEGAN, Agent, 
Foot of Cone Street, Charleston, S. C. 
. H. JACKSON, General Agent, 
1019 Bessemer Bidg., Pittsburgh, Pa. 


| JAMES W. ELWELL @ CO., Managers, 
Pier 19, North Delaware Avenue, Philadelphia, Pa. | 


lw. G. HEWITT, Soliciting Freight Agent, 


17 State Street, New York, N. Y. 


7 East Baitimore Street, Baltimore, Md. 


Cc. H. GOODRICH, General Eastern Agent, 


261 Broadway, New York, N. Y. 


J. J. KLINE, Traveling Freight Agent, 


Shreveport, La. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 





Charles Conradis H. R. Small 





Practices before the Practices before the Interstate Commerce 
Interstate Commerce Commission Commission 
118-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 1605-14 Pierce Bldg., St. Louis, Mo. 








Watson & Aberneth 
John B. Daish Attorneys at Law. Specialists in a, te 










Com- 
., merce Cases. 
Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago B. G. Dahiberg 
: : 3 : ; Sommerce Expert. 
"yo > . ¥ ‘ y . . . 
602-606 Hibbs Bldg., Washington, D. C. Pioneer Building, St. Paul, Minn 








Walter E. Mc Cornack Hal H. Smith 


Formerly attorney for Interstate Commerce Com- (Beaumont, Smith & Harris) 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., Practices before Interstate Commerce Commission, 


Chicago, II. 1123-28 Ford Bldg., Detroit, Mich. 

























Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor 
ney and Counselor at Law), in charge of Washing 
ton office, where E. E. Williamson (Transportation 
National Petroleum Association Expert and Statistician) is associated. 

Rose Bldg., Cleveland, Ohio 805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 















Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and I[ntrastaté« 
Rate Litigation. 

4120-424 Woodward Bldg., Washington, D. C. 


Richard J. Donovan 
Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 
233 Broadway, New York. 




















WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Specia 
attention given to rate and interstate commerc: 
cases. Competent corps of traffic experts in con 
nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mic! 
526-28 Wells Bldg., Milwaukee, Wis. 





H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C 









BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders Luther M. Walter ’ John S. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 
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THE TRAFFIC WORLD 


EXPORT BUS 


INESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of materia! assistance to manufacturers. 


We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, 


Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 
Huguenot Express Co. Buffalo Storage & Carting Co. 


NEW YORK, N. Y. 


524 West Thirty-sixth St. Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
and distribution. 


350-356 Seneca 


phone No. 633. 


BUFFALO, N. Y. 


St. ‘‘Unsurpassed facilities’’ for stor- 


ing, handling, transferring and forwarding goods. Tele- 


Judson Freight Forwarding Co., Inc. Louisville Public Warehouse Co., Ine. 


CHICAGO, ILL. 


443 Marquette Bldg. Carload distribution to all rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 
western and Pacific Coast points. 


reshipping agents, 
free warehouses. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 


custom house brokers. Bonded and 


Ashley Warehouse Co. 


Bonded and ge 
promptly handled. 


ST. LOUIS, MO. 


neral storage. Drayage facilities. Cars 
Custom house entries attended to. 


Insurance, 18c. Track connections. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. dustries located at Sterling and Rock 
Object—The object of this league is Falls, Il. 
to interchange ideas concerning traffic W. P. Benson President 
matters, to co-operate with the Inter- Pa Vice-President 
state Commerce Commission, state rail- W. J. Burleigh....Secretary-Treasurer 
road commissions and transportation W. EB. Traffic Manager 
ompanies in promoting and securing 
better understanding by the public and 
the state and national governments of The Memphis Freight Bureau. L. R. 
the needs of the traffic world; to secure Donelson, Pres.: W. G. Thomas, Vice- 
proper legislation where deemed neces- Pres.; James S. Davant, Commissioner, 
sary, and the modification of present Memphis, Tenn. 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to TRAFFIC CLUBS 
promote, conserve and protect the com- 
mercial and transportation interests. National Federation of Traffic and Trans- 
Headquarters, Tacoma Bldg., 5 North portation Clubs. J. V. Zartman, Pres.; 
La Salle St., Chicago Carl K. Landes, Secy., 
; The Chicago Transportation Association. 
Officers Ray F. Clark, Pres.; H. EB. MacNiven, 
Secy. 
. PP tte ‘ eee : The Traffic Club of New York. A. F. 
‘pn tae Pte ae Mack, Pres.; C. A. Swope, Secy. 
G. Wilson, Vice-President, en oN ae i. Wi- 
omm’r, Transportation Bureau _ of =e fees oe rae < 
Commercial Club, Kansas City, Mo. The Spokane Transportation Club. Chas. 
car F. Bell, Secretary-Treasurer, Ww. Colby, Pres. ; f 
M. Crane Co., 836 South Michigan The Traffic Club of Chicago. Guy 5S. 
Ave., Chicago, Il. McCabe, Pres.; W. H. Wharton, Secy. 
vid P. Chindblom, Assistant Secretary The Traffic Club of Dallas, Tex. T. E. 
5 North La Salle St., Chicago. Jackson, Pres.: G. S. Maxwell, Secy. 
The Traffic Club of Philadelphia. Harry 
Billings, Pres.; C. W. Summerfield, 
National Implement and Vehicle Associa- Secy. 
tion, W. J. Evans, Freight Traf. Mger., The Traffic Club of St. Louis. Clarence 
\merican Trust Bldg., Chicago, Ill. H. Howard, Pres.; A. F. Versen, Secy.- 
Treas. 
The Traffic Club of Pittsburgh. E. C. 
Northern Pine Manufacturers’ Associa- Sattley, Pres.; D. L. Wells, Secy. 
tion. H, 8, Childs, Secy., Minneapolis. the Transportation Club of Indianapolis. 
Sterling Manufacturers’ and Shippers’ S. S. Shambaugh, Pres.; L. E. Stone, 
Association. In charge of traffic .in- Secy. 
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J M Belleville, President, 


The Traffic Club of New England, Bos- 
ton, T. E. Byrnes, Pres.; Wm. C. 
Brown, S'ecy. 

The Transportation Club of Cincinnati. 
C. W. Poysell, Pres.; J. H. Anderson, 
Secy. 

The Transportation Club of Louisville. 
E. L. Roederer, Pres.; 9. J. McBride, 
Secy. 

The Transportation Club of Toledo. E. 
D. Ryan, Pres.: J. S. Marks, Secy. 

The Traffic Club of Newark. John T. 
Rogers, Pres.; J. R. Cooke, Secy. 

The Traffic Club of Seattle. Roger D. 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mich. 
Sidney A. Jones, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, 
Secy. 

The Railroad Club of Kansas City, Mo. 

N. Stroud, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 
H. Knight, Secy. 

The Traffic Club of Minneapolis. F. E. 
Pool, Pres.; F. B. Rowley, Secy. 

Salt Lake Transportation Club. J. H. 
Davis, Pres.; R. E. Rowland, Secy. 

Traffic Club of Milwaukee, Wm. P. 
O’Connor, Pres.; C. C. Lloyd, Secy. 

Transporation Club of Lima, O. Lloyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. Chas. H. Lilley, Pres.; James 
Bale, Secy. 

Transportation Club of Peoria. R. M. 
Field, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.: W. V. Bishop, Secy. 

Traffic Club of Erie, Pa. Edwin H. Bre- 
villier, Pres.: M. W. Eismann, Secy. 

Los Angeles Traffic Association, Los An- 
geles, Cal. BB. S. Blair, Pres.; C. E. 
Cline, Secy.-Treas. 
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Commission Regulation 
of 


Public Utilities 


A Compilation and Analysis of Laws of the Different 
States and of the Federal Government for 
the Regulation of the Railways and 
Other Public Utilities 


BY 
THE NATIONAL CIVIC FEDERATION 





















1300 Pages 300 Topics S000 Paragraphs 

















All Carefully Indexed 
All Topically Cross Referenced 
All Logically Arranged 


EDITION LIMITED 
Plates Destroyed 
Better Order Today 
Delivered Price $8.50 

















The ‘Traffic Service Bureau 


Sole Distributors 


418 So. Market St. 508 Colorado Bldg. 
CHICAGO WASHINGTON 
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